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Cheap Electricity, Cheap Natural Gas, 
Cheap Water. 


We pledge ourselves to make and 
to secure concessions consistent with 
good business policy to assist deserving 


manufacturers desiring to locate here. 


If interested write to 


The Sandusky Business Men’s Association 
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PRACTICING BEFORE THE INTERSTATE 
COMMERCE COMMISSION. 


CHICAGO, ILL. 

CHARLES CONRADIS, 418-430 South Market 
St.; practices before the Interstate Commerce 
Commission. 

JOHN B. DAISH, 1410 Security Trust bidg.; 
Interstate Commerce cases only. 

WALTER E. McCORNACK, Suite 956 First 
National Bank bidg.; formerly attorney for 
Interstate Commerce Commission ; Counselor at 
Law. 

JAMES A. WAGONER, 1807 City Hall Square 
Bldg.; specializing Interstate Commerce Cases. 


CLEVELAND, OHIO. 

C. D. CHAMBERLIN, Rose bidg.; Attorney 
at Law, Commerce Counsel for The National 
Petroleum Association. 

CINCINNATI, OHIO. 

LITTLEFORD, JAMES, BALLARD & 
FROST, 1002-3-4-5 First National Bank bldg. 
Mr. E. E. Williamson associated on traffic mat- 
ters. 

NEW YORK. 

RICHARD J. DONOVAN, 170 Broadway; 
Counselor at Law; Preparation of cases and 
trials of cases before the Interstate Commerce 
Commission a specialty; Experts on railroad 
tariffs furnished ; Correspondence invited. 

SHREVEPORT, LA. 


EMERSON BENTLEY, 224 First National Bank 
bldg.; Attorney at Law; Special attention to 
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commerce practice before the Interstate Com- 
merce Commission and Railroad Commission 
of Louisiana. 


ST, LOUIS, MO. 
H. R. SMALL, 1605-14 Pierce bidg.; practices 
before the Interstate Commerce Commission. 
BELT & GRAVES, Attorneys at Law, 810 
814 Times bldg.; practice before Interstate 
Commerce Commission and all Courts. 


WASHINGTON, D. C. 
CHARLES CONRADIS, 506-7-8-9-10 Colorado 
bldg. ; practices before the Interstate Commerce 
Commission and all Courts. 


JOHN B. DAISH, 602-606 Hibbs bidg.; Inter- 
state Commerce cases only. 


WADE H. ELLIS, 504-512 Southern Bldg. In- 
terstate commerce cases. 


ARTHUR B. HAYES, Attorney at Law, Colo- 
rado bldg.; former member of the Department 
of Justice as Solicitor of Internal Revenue; In- 
terstate Commerce litigation a specialty. 


LITTLEFORD, JAMES, BALLARD & 
FROST, 805-6-7-8 Westory bldg. Mr. E. E. 
Williamson associated on traffic matters. 


JEAN PAUL MULLER, Corcoran bldg. (for- 
merly with I. C. C. and Dept. of Justice as Ex- 
pert Acct. and Spcl. Asst. U. S. Atty.). Spe- 
cialty: Financial and Operating Analyses, Cost 
of Service Tests and Comparisons in Interstate 
and Intrastate Rate Litigation. 





WHEN YOU WANT 


RATE COMPILATIONS OR COMPARISONS, 
COPIES OF TARIFFS, COMPLAINTS, ORDERS, ETC., 
TRANSCRIPTS GR VERBATIM REPORTS OF 
HEARINGS, ARGUMENTS OR ORDERS, 

OR ANY OTHER. SPECIAL SERVICE 


WASHINGTON 


WRITE 


THE TRAFFIC SERVICE BUREAU 
COLORADO BUILDING, WASHINGTON, D. C. 


418 SO. MARKET ST., CHICAGO 
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PRINTING 


of such class as will 
attract attention 


WE will gladly suggest, plan or 

compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Peating Co. 


418-430 So. Market St. CHICAGO 


Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers im 
this country are Constantly in the market for 


Steel Tanks Tank Cars 
Pipe Boilers 
Hose Steam and 
Hose Couplings Gas Engines 
Belting Chemicals 


. «You can reach this big and, growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 
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RAILROAD MEN, office men, shipping clerks 
and all others interested in traffic work who want 
to increase their salaries and their earning power, 
should write for our interesting booklet, “ Oppor- 
tunity via the Traffic Route.” Our course of in- 
struction by correspondence teaches the underlying 
principles of Rate Making, Rate Adjustment, Class- 
ification, Divisions, etc., and gives practical instruc- 
tion in the construction of all varieties and types of 
Tariffs, Tariff Supplements, Rules and Regulations, 
Exceptions, Terminal Charges, Demurrage, etc. Such 
subjects as Tariff Compiling, Rate Quotation, 
Claims, Routing, Solicitation and many others of a 
similar nature are thoroughly covered. When you 
master our course you can become a 


TRAFFIC MANAGER 


Write for our free booklet today. Kindly tell 
us in your letter your present occupation. 


NATIONAL TRAFFIC COLLEGE, Dept. A. 
10 S. La Salle Street 
CHICAGO; 


All These Features? 


face with roller bearings. 
















you to load the machine on any side 
and unload it from any other direction. 

(2) A Crank handle which is al- 
ways locked and can never fly back 
and injure the operator. 

(3) A floor i.ck, making it steady 
on the floor, so it will not shift its 
position nor whirl around under load. 

(4) Jointed uprights enabling you 
to have as high a machine as you 
want, yet one that will pass under 
the lowest doors. 

(5) A high and low gear, permitting 
of the quickest possible work at both 
heavy and light loads. 

(6) A platform with re- 
versible rollers to permit 
—, loading and unloading. 

) A quick-acting brake. 

8) Large wheels, broad 


If your tiering machine has not all these good fea- 


tures, it will pay you to “scrap’”’ it and get a Revolvator, 
as in many places it has saved its cost in less than a 
month. 


If you want to know more about this remarkable tier- 


ing machine, and learn how to reduce the cost of hand- 
ling materi by 50 per cent, write for a copy of our book, 


. W., “Scientific Tiering.”’ 


N. Y. Revolving Portable Elevator Co. 


364 Garfield Ave., Jersey City, N. J. 
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Has Your Tiering Machine 


(1) A_ Revolving base, permitting \ 
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A Special Issue of 
Traffic World 


N January Tue Trarric Wortp will issue a special number 
] which will be considerably larger than the regular issue. Its 
purpose will be to give the executives of large industrial 
houses—manufacturers and distributors—something like a 
birdseye view of the scope and importance of traffic and trans- 
portation affairs. 

Special attention will be paid to improved methods of han- 
dling goods, and actual equipment, organization and routine for 
the most successful management of the traffic department. 

The men who know these things best are the men who read 
Tue Trarric Wortp. We believe they will want to co-operate in 
our plan of giving, in this special number, an idea of the pur- 
pose and breadth and value of the work they are doing. But 
this cannot be done without their help. 

We want a hundred volunteers, each to offer to describe, in 
a letter, brief and practical, some one part of his own experience 
that fits into the plan of this special number. 
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LL the way across the land—from ocean to ocean 
—the fastest trains are known as express trains. 


WELLS FARGO & COMPANY EXPRESS 
holds contracts for the despatch of all classes of mer- 
chandise upon these trains. 


No wonder then that in large manufactories and 
stores the traffic manager says to his shipping depart- 
ment: “Be sure and use Wells Fargo.” 


He knows. He understands the far-reaching network 
of Wells Fargo & Company lines across North America— 
90,000 miles of railroad and steamship routes in the United 
States, Mexico, Canada and Alaska—he remembers the Wells 
Fargo reputation for service. 


The Foreign Department of WELLS FARGO & 
COMPANY EXPRESS ranks with the home departments in 
responsibility and despatch. 


It maintains first-class Customs Brokerage Departments at New York, San 
Francisco, Chicago and other important cities, with expert clerks licensed by 
the Government. Prompt clearance at reasonable rates is assured. 


Being Bonded Carriers, this Company attends to the immediate forwarding 
in Bond of ‘shipments for interior cities. Invoice and Bill of Lading should 
show “In Bond to” with city of destination. 


We issue Domestic and Foreign Money Orders, Travelers Checks and send 
money by telegraph or cable. 


Wells Fargo & Company Express 


ORGANIZED 1852 CAPITAL $24,000,000 
Forwarders to or from all Foreign Countries 
Principal Office: 51 Broadway NEW YORK CITY 
LONDON LIVERPOOL HAMBURG BREMEN 
29 Cannon Street 16 Brunswick Street 32 Ferdinandstr. 39 Lagenstrasse 
PARIS ROTTERDAM ANTWERP GENOA 


19 rue Scribe Van Hogendorpslein 24 b. 5 rue d’ Arenberg 4 Piazza Campetto 
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TRAFFIC BULLETIN —— 


daily and weekly publication designed to f designed to fulfill the neeas of 
4 om carriers, lawyers and all others whe desire to keep 
abreast with ‘the developments in the traffic world, 


Weekly Edition issued every Saturday by 
THE TRAFFIC SERVICE BUREAU 
at Chicago, Ml. 
Copyright, 1912, by The Traffic Service Bureau. 
ISSUED IN TWO PARTS—PART ONE 
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&. F. HAMM, President 
CHARLES CONRADIS, Vice-President and General Counsel 
w. C. TYLER, Secretary and Treasurer 
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FRANCIS W. LANE, Editor 
EE. C. VAN ARSDEL, Manager 
TERMS OF SUBSCRIPTION 
OME YORE. ccc cccccccrecrcccncscccsteneessseeeesessessesecess $10.00 
Bix MORENS,. oc cccccccccccccccccccccccccccssscvccsesessessece 6.00 
THOS MONTH... cccccerrcccesccccccccccccesaseeesessseeeee 3.00 
Dingle COPleS... .ccccccccccccccccvcscccscccccssccvccscesceses 26 





All subseriptions are payable im advance and renew auto- 
matically at end of period uniess specific notification to contrary 
fs given to publisher. 

All remittances should be made payable to order of THD 
TRAFFIC SERVICH BUREAU and should be in Chicago or 
— PreK exchange. We have to pay exchange on checks on 
ou banks. 





ADVERTISING RATES 


Advertising rates will be made known upon application to 
the Chicago . 





SPECIAL SERVICE 
THE TRAFFIC SERVICE BURBAU has facilities for 


= of the various state commissions. Charges for this service 
are based upon actual time comsumed and are extremely low. 
Tell us what you want and we will tell you what we can do. 


CRAG Rab onan in cduspwicsnces 418-430 South Market Street 
Washington Office..............s0-. 606 to 510 Colorado Bullding 
Vol. X,, No. 23 


Saturday, December 7, 1912 


SPECIAL ANNOUNCEMENT 


Beginning with the issue of January 4, 1913, it is 
the purpose to make of THE TRAFFIC WORLD 
AND TRAFFIC BULLETIN two publications, one 
to be called THE TRAFFIC WORLD and the 
other THE TRAFFIC BULLETIN. 

THE TRAFFIC WORLD will contain all of the 
information now given in both publications, except 
the tariff section. THE TRAFFIC BULLETIN 
will carry that information exclusively. 

This change has been found necessary because of 
the rapidly increasing amount of information it has 
been found necessary to print in the publication, 
Volume IV containing 684 pages of reading matter; 
Volume V, 892; Volume VI, 1,004; Volume VII, 
1,158; Volume VIII, 1,154, and Volume IX, 1,356, 
while the tariff sections have averaged about 1,800 
pages per year. 

The subscription price of THE TRAFFIC 
WORLD will be $10.00 per year, and of THE 
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TRAFFIC BULLETIN $10.00 per year. The sub- 
scription price of the two combined will be $15.00 
per year. 

To show our appreciation of the support given us 
by our old subscribers, those who remit $30.00 be- 
fore January 1 may have both publications for three 
full years from the expiration of their present sub- 
scriptions at the present price of $10.00 per year. 

Aside from the increased size, which has already 
been referred to, it is the policy of the publishers to 
increase, in every possible way, the efficiency of the 
publication. It is felt that this separation and the 
increased revenue derived therefrom will enable us 
to give to our readers an absolutely indispensable 
traffic reference work. 


IMPROVED SERVICE. 

In keeping with the policy of the publishers, to 
improve in every possible way the value of The 
Traffic world and The Traffic Bulletin to its sub- 
scribers, a change will be made, beginning January 
first, in the method of reporting tariff filings. 

Besides giving all of the information now sup- 
plied, it is the purpose to show what tariffs or sup- 
plements are cancelled by the new issues, when 
cancellations are thus made. : 

It is believed that this new service will be of par- 
ticular value, as it will enable one to tell, in a 
moment, whether or not he requires the new issue. 


INTEREST ON OVERCHARGE CLAIMS. 

In further reference to the action of the Commis- 
sion to the effect that “interest may and should 
be paid by carriers on all overcharge claims from 
the time when the amount of money to be refunded 
has been improperly collected,” there has been 
some doubt in the minds of some readers of The 
Traffic World as to whether the action was intend- 
ed to be retroactive. In answer to this inquiry it 
is now stated that the secretary of the Commission 
interprets this ruling to mean that it takes effect 
from its date, October 14, 1912; that it applies only 
to claims originating on and after that date and 
that it applies only to such claims as are by the 
Commission considered due. 


COMMISSIONER CLARK. 


The Traffic World takes pleasure in announcing 
to such of its readers as do not already know it that 
Edgar E. Clark has been reappointed by the Presi- 
dent as a member of the Interstate Commerce Com- 
mission. Of course, like most similar appointments, 
it is subject to confirmation by the Senate, but 
there is no greater reason to suppose that there is 
objection from this source than as to the mind of 
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the President in regard to the reappointment. The 
assurance of his intelligent service for the next 
seven years will be satisfactory to all the interests 


that occasionally have business with the Commis- 
sion. 


THE INDUSTRIAL TRAFFIC MANAGER. 


Probably there are very few of the readers of 
The Traffic World who will not be able to derive 
some satisfaction and much profit from a reading 
of the address of C. W. Eggers, traffic manager for 
the Willys-Overland and several .other companies 
engaged in the manufacture of a similar product, 
given before the Transportation Club of Lima, O., 
and printed in the department headed “Increasing 
Efficiency on the Short Haul.” Mr. Eggers has 
consistently taken the higher and broader concep- 
tion of the duties of the traffic manager which it 
has been the endeavor of The Traffic World for 
some months to uphold. Although the title of the 
address indicates that it is the industrial traffic 
manager that the speaker had particularly in mind, 
there is abundant evidence in the text that the con- 
sideration is not strictly limited to that field of traf- 
fic work. 

The history of the traffic manager goes back 
hardly twenty years. His field is therefore almost 
virgin soil. As our author says, his field is so wide 
it is hard to say where his duties begin, but the be- 
ginning of transportation is the beginning of its in- 
strumentalities, and he begins at that point in the 
consideration of those duties. Possibly few even 
of the most advanced of traffic men have gone so 
far as he in admitting the possibility that he may 
be the one to be called upon to make the contract 
with the railroad company for the installation and 
maintenance of the plant siding, but he proves the 
reasonableness of his statement by a recital of 
the fact that he had been called upon on four dif- 
ferent occasions to do that very thing. It is not the 
least part of the benefit of his experience that he 
tells us he has come to the conclusion that the most 
desirable siding inside of an industrial plant is one 
that is owned by the plant and maintained at its 
expense. 

Getting raw materials in is pointed out as one 
of the important subjects for the study of our mod- 
ern traffic manager. It has been said before in these 
columns that the traffic man’s field reaches from 
the raw material in the ground, if perchance it 
comes from there, to the delivery of it to the ulti- 
mate consumer. Mr. Eggers thinks there is no 
greater opportunity before the traffic man than on 
inbound less carload traffic. Here is where the 
consideration of the problems of the “short haul” 
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comes in. Aside from the handling at this stage 
of the material for an individual plant, there is here 
one of the finest opportunities for the working out 
ef the many lines of co-operation that we have heard 
so much about in these latter days. 


It is not possible, nor would it be desirable here, 
to call attention to all the high spots in the address 
in question. It ought to be read and then read 
again. The writer with a fine sense of humor and 
with no shadow of disrespect to the Interstate Com- 
merce Commission, says that while he has the high- 
est opinion of the Commission, he will always be 
satisfied to have it remain in Washington while he 
stays in Toledo or some place else. He is perfectly 
satisfied to remain neutral as to any disturbance 
of general conditions, but would gladly go before 
it if he thought that conditions were operating too 
seriously against the interests which he serves. All 
of which indicates a mind fairly at ease with condi- 
tions as they exist. 

He says the word “co-operation” has been worked 
in some cases to death. With this one can agree, 
but as to the written or spoken word only. The 
thing itself is not overworked, nor, so far as we 
can see, is it likely to become so. In view of the 
element of human natute that is brought so per- 
sistently and unremittingly to the front under the 
competitive conditions of modern business, there is 
no occasion yet awhile for even letting up on the 
use of the word, in season and out of season. There 
is in the address a suggestion not only of the op- 
portunities of co-operation as between industrial 
traffic men among themselves, but as between the 
industrial and the railroad officer. 

This suggests how inadequate this brief refer- 
ence would be were no reference made to the spirit 
that breathes through the whole address, indicat- 


ing what good fellows the industrial traffic men are - 


because they can appreciate “that there is no better 
bunch of fellows generally in the country (and that 
means the world) than the fellows on the other 
side.” “Only a lawyer or a professional prize- 
fighter likes to fight when there is any other way 
out of it.” This is the spirit that meets the other 
fellow half way that makes for more universal peace 
than will ever be incubated at The Hague and that 
suggests the only religious principle that is worth 
thinking or preaching about. 


COAL CASE POSTPONED. 


Hearing in Docket No. 4959, O’Gara Coal Co. vs. Clev® 
land, Cincinnati, Chicago & St. Louis, which was assigned 
to take place before Special Examiner Marshall at Chicag° 
on December 2, has been continued to a date to be here 
after fixed. 
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LEADERS IN TRAFFIC 


With the view of assisting traffic officials in becoming 
better acquainted with each other, it is the intention of 
THE TRAFFIC WORLD to publish from time to time 
portraits and brief biographical sketches of prominent 
traffic men—traffic managers of industrial concerns, rail- 
way officials, commerce attorneys and officers of trans- 
portation organizations. Since, also, many of those hold- 
ing the most responsible positions in this field have by 
thelr own efforts and ability. risen from very humble 
beginnings, the result as shown in the sketches should 
serve as encouragement for many who are only just now 
entering upon the edges of the field. 


JAMES S. MARVIN. 

James S. Marvin, general traffic manager of the Na- 
tional Association of Automobile Manufacturers, Inc., was 
born in Oswego, N. Y., and entered the railroad service 
in that city twenty-five years ago in the office of the 


JAMES S. MARVIN, 


General Traffic Manager, National Association of Automobile 
Manufacturers. 


superintendent of transportation of the Rome, Watertown 
& Ogdensburg Railroad. When that company was ab- 
sorbed by the New York Central he was transferred to 
the general freight department, and remained with the 
New York Central at Watertown, N. Y., Rochester, N. Y., 
and New York City until 1898, when he took up the indus- 
trial side of traffic work with the International Paper Co. 
He was also traffic manager of the American Bicycle Co. 
and the Pope Manufacturing Co. Mr. Marvin has taken 
active part in many movements tending toward closer 
acquaintance and co-operation between railroad and ship- 
ping interests. He has been an officer of the Traffic Club 
of New York since its organization, serving two terms on 
the board of governors and one as vice-president, and is 
also a member of the Traffic Club of Chicago. He is an 


honorary vice-president of the National Industrial Traffic 
League. 
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It is a great work for the rail- 
roads that B. F. Yoakum and W. W. 
Finley are doing in calling attention 
to the fact that the high cost of living 
gets little or no sustenance from 
transportation rates. Each has seized 
upon figures prepared three years ago 
by Secretary Wilson to show that it 
was not the farmer who was getting 
all the money that the consumer was 
paying. 

The Secretary of Agriculture made it obvious in his 
report that the high cost of living should be called the 
high cost of special service. He got down to what may 
be called brass tacks by pointing out that, whereas the 
retail price of milk in a city is more than double that 
received by the farmer, the distributing milkman in the 
city made no more than a reasonable profit, for the sim- 
ple reason that his wagon had to cover a long route in 
which there were few points of consumption. The wagons 
of other retail dealers covered the same route, and the 
cost of distribution was seven times as great ag it 
should have been, because the people living in the 
given territory prefer milk.served to them by eight men 
instead of one man. The figures that are being used 
now by Messrs. Yoakum and Finley are those which Mr. 
Wilson prepared. The Secretary’s investigations led him 
to the conclusion that, while the farmer derives sub- 
stantially 50 per cent of the price paid by the consumer, 
the freight charged on butter is about 0.5 of 1 per cent 
of the consumer’s price; eggs, 0.6 of 1 per cent; apples, 
6.8 per cent; beans, 2.4 per cent; potatoes, 7.4 per cent; 
grain of all sorts, 3.8 per cent; hay, 7.9 per cent; cattle 
and hogs, 1.2 per cent; poultry, 2.2 per cent, and wool, 
0.3 of 1 per cent. 

The benefit to be derived by the railroads from the 
efforts of these eminent railroad men should be obvious. 
The average man’s idea of a railroad igs something that 
holds him up in the middle of the highway and robs 
him of practically everything in his pay envelope on 
Saturday night. So long as that idea hangs in the minds 
of voters, just so long will the railroad be at a disad- 
vantage in its effort to get a square deal for itself. As 
matters stand now, no man in public life dare espouse 
the cause of a railroad, or railroads collectively, without 
endangering his political future. No matter how meri- 
torious the case may be, the man runs that risk of losing 
his political head. 


The only way that that condition can be changed is 
for men of the caliber of Finley and Yoakum to appear 
at meetings and in the magazines as often as possible 
to point out that the cost of transporting food and cloth- 
ing is an exceptionally small item in the total cost of any 
given article. 





Secretary Wilson, of course, was fighting for his own 
class, the farmer. In order to bring that class forward 
in as favorable a light as possiible he points out that 
the careless housewife’s slipshod method of ordering some- 
thing from the grocery two or three times a day, thereby 
necessitating two or three trips of the grocer’s wagon 
to her back door, is really one of the chief reasons why 
the cost of living has soared. In every way the cost 
of distributing food after it has been brought to the 
cities’ terminals by the railroad has increased in greater 
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ratio than in any other respect. No one has been con- 
tent to receive groceries at any time during a given day. 
The exigency of flat dwelling requires that the grocer 
man deposit the potatoes in exceptionally small quanti- 
ties; coal oil also in small quantities, and the other things 
in equally canary bird quantities, at a certain place at 
a certain time, so that the janitor may be pleased and 
the woman who has ordered them may continue her bridge- 
playing without interruption. 

If any such service were required from a railroad 
with regard to any class of freight, there would naturally. 
be a “setdown” talk between the customer demanding 
it and the traffic officials before anything was done. The 
fact of the matter is that in the delivery of food within 
the city a special, personally conducted train service has 
been rendered with regard to practically every quarter- 
peck of potatoes that has been distributed, and the cost 
of such special personally conducted train service for 
the potatoes has been held up against the railroad as 
something it created and voluntarily maintained. 

Of course, it is foolish for the public to hold such 
opinions, because they are so far from the truth, but 
the fact is that the public has them, and it is necessary, 
before the railroads can get rid of a great deal of the 
prejudice against them, that men like Finley and Yoakum 
disabuse the public mind. The latter goes at it in a little 
different way from that pursued by Mr. Finley, who fol- 
lows Secretary Wilson more closely, by confining his 
observations to New York City alone, in which he sets 
out that it costs seven million dollars to distribute six 
million dollars worth of farm products. That agrees in 
a general way with what Secretary Wilson found, and 
the conclusion to-be drawn from either way of figuring 
it is the same, viz., that the railroad is not the goat in 
this instance. A. E. H. 





Revenues Increase 


The Commission made public on December 3 the 
monthly report covering the revenues and expenses of 
steam roads in the United States for the month of August, 
from which it appears that there has been, an increase 
in the total operating revenues from $244,256,998.22 in 
August, 1911, to $268,440,003.12 for the same month of 
the present year, an increase of $98.33 per mile of road 
operated. On the other hand, there is also an increase 
in the amount of operating expenses from $158,499,876 
to $171,994,367.89, or of $53.84 per train mile of roads 
operated. 

The net revenues for August, 1911, were $85,757,122.13, 
or $392.98 per mile, whereas in August last they amounted 
to $96,445,635.13, or $4387.47 per mile, 

There has been an increase in the average mileage 
operated. In August of last year it was 218,224.80, which 
included 1,730.88 miles not in the United States; during 
August last the total mileage operated was 220,463.60 
miles, of which 1,778.66 miles was outside of the United 
States. 


ALLOWS JOINDER IN REPARATION. 

The Commission, by order dated Nov. 20, 1912, allows 
the C. H. & D. Ry. Co.- to join with other defendants 
in the payment of reparation authorized and directed in 
the order, entered in the case of J. B. Ford Co. vs. 
Mich, Cent, R. R. Co, et al. (Case No. 3242), on March 
15, 1912, in proportion to its participation in the trans- 
portation of shipments referred to in said case. 
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DECISIONS OF COMMISSION 


Interstate Commerce Commission Hands Down 
Rulings in Contested Cases 


Denies Rehearing 





OPINION NO. 2046 
NO. 1252; (25 I. C. C. REP., P. 154.) FELS & CO. VS, 
PENNSYLVANIA RAILROAD CO. ET AL. 
Decided Nov. 13, 1912. 


Petition by complainant asking that case be reopened for the 
purpose of receiving further testimony and awarding repara- 
tion against the Philadelphia, Baltimore & Washington 
Railroad Company, and additional reparation against the 
Baltimore & Ohio Railroad, dismissed. 


James H. Hayden for complainant. 


Report of Commission on Petition for Rehearing. 
LANE, Commissioner: 

The complainant has filed a petition requesting the 
Commission to reopen this case, which was reported in 
23 I. C. C., 483, for the purpose of receiving additional 
proof in support of the original, amended, and supple 
mental petitions, for the purpose of introducing against 
the Philadelphia, Baltimore & Washington Railroad Co. 
the record in the Proctor & Gamble case, 9 I. C. C., 440, 
and for the purpose of again considering an award of 
reparation against the Philadelphia, Baltimore & Wash- 
ington Railroad Co. under said petitions, 

An examination of the petition discloses no reason 
why the case should be reopened for the taking of further 
proof. The original petition was filed August 28, 1907. A 
hearing was held on Feb. 4, 1909, and another on April 
21, 1911. It is not suggested that any new evidence has 
been discovered. The petition quotes from that part of 
our opinion which states that we could not pass upon the 
reasonableness of rule 28 without a further hearing. The 
context, however, made it clear that no such further hear- 
ing was proposed in the present case. As stated in the 
previous opinion, the supplemental petition was filed four 
years after the original complaint. It puts in issue a 
classification rule that was not attacked at all in the 
original complaint, so that it proposes an entirely distinct 
cause of action as a basis for additional reparation. We 
therefore adhere to our previously expressed view that 
the reasonableness of rule 28 and reparation under it can- 
not be considered in this proceeding. 

In answer to the prayer that the case be reopened for 
the purpose of introducing against the Philadelphia, Balti- 
more & Washington Railroad Co. the record in the Proctor 
& Gamble case, supra, it need merely be stated that that 
record has already been introduced in this case and has 
been fully considered in connection with the claim against 
the Philadelphia, Baltimore & Washington Railroad Co. 

The prayer that we again consider awarding repara- 
tion against the Philadelphia, Baltimore & Washington 
Railroad Co. in view of the fact that it is so closely identi- 
fied with the Pennsylvania Railroad Co., which was a d& 
fendant in the Proctor & Gamble case, supra, also relates 
to a matter which was fully considered at the time of our 
original report. The Pennsylvania Railroad Co. and the 
Philadelphia, Baltimore & Washington Railroad Co. are 
distinct corporations. While in certain cases the courts 
have held that where the affairs of two or more corpora 
tions are so intermingled as to obscure their separate 
existence except in name the corporate fiction should be 
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disregarded, we do not believe this to be such a case. The 
authority of the Commission to issue orders in a proceed- 
ing is limited to those defendants that are then before it. 
If this were construed to mean that an order against a 
parent company could run against all its subsidiaries, end- 
less confusion would result. It is therefore the practice 
of the Commission to definitely name each corporation to 
which its orders are intended to apply, regardless of the 
intercorporate relations which may exist between the 
parties to an order, This is well illustrated by the order 
in the Proctor & Gamble case, supra, which is herein in- 
volved. That order specifically ran against the Pennsyl- 
vania Railroad Co. and also against the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Railway Co., although the 
latter company was a subsidiary to the former. But the 
order was not directed against the Philadelphia, Baltimore 
& Washington Railroad Co. because it was not a party to 
that proceeding. We therefore reiterate our view that no 
reparation can be awarded against the Philadelphia, Balti- 
more & Washington Railroad Co., because it was not di- 
rectly or indirectly bound by the order issued in the 
Proctor & Gamble case. 


An order will be issued denying the petition for a re- 
hearing. - 


Lumber Was Misrouted 


OPINION NO. 2049 

NO, 3370. (25 I C. C. REP., P. 171.) BEEKMAN LUM- 

BER CO. VS. LOUISIANA RAILWAY & NAVIGA- 
TION CO. ET AL. 


Submitted July 1, 1912. Decided Nov. 12, 1912. 


Shipment of lumber from Whitford; La., to Oelwein, Ia., was 
misrouted by.the initial carrier. Reparation awarded. 


G. H. Lowry for complainant. 
No appearance for defendants. 
Report of the Commission. 
MEYER, Commissioner: 

The complainant, a corporation with offices at Kan- 
Sas City, Mo., is engaged. in the purchase and sale of lum- 
ber. An informal complaint, filed March 16, 1908, was 
superseded by formal petition, filed June 29, 1910, which 
alleges that the defendants misrouted a car of yellow-pine 
lumber shipped on August 11, 1906, from Whitford, La., to 
Maywood, Ill. The shipment was delivered to the Louisi- 
ana Railway & Navigation Co. at Whitford, consigned to 
the Beekman Lumber Co., Maywood, IIl., with instructions 
to “route via L. R. & N. to Shreveport, care K, C. S. to 
Kansas City, care C. G. W.” The rate over this route 
Was 23 cents to Kansas City plus 10 cents beyond, amount- 
ing to 33 cents. The initial carrier, contrary to the rout- 
ing shown in the bill of lading, forwarded the car from 
Shreveport via the St. Louis Southwestern Railway to 
Cairo, Ill, whence it moved to Chicago by the Illinois 
Central Railroad and from Chicago to destination via the 
Chicago Great Western Railroad. The rate applicable via 
this route was 16 cents from point of origin to Cairo, plus 
10 cents from Cairo to destination, making a through rate 
of 26 cents, or 7 cents less than the through rate via the 
route directed by the consignor. On August 16, 1906, the 
consignee filed written instructions with the agent of the 
Chicago Great Western Railway Co. at Kansas City to 
reconsign the car to the Chicago Great Western Railway, 
care of H. C. Chandler, Oelwein, Ia. Before the car could 
be located and moved from Maywood to Oelwein demur- 
rage to the amount of $13 accrued at Maywood. 
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The complainant alleges that the lumber was sold to 
the Chicago Great Western Railway for its own use at 
Oelwein, that its contract was for Kansas City delivery— 
the lumber to be hauled over that carrier’s rails from Kan- 
sas City to destination. It contends that under this ar- 
rangement it would have had to pay only the rate of 23 
cents for the movement to Kansas City, and seeks repara- 
tion in the amount of the difference between the rate of 
23 cents and the rate of 26 cents actually charged, plus 
the aforesaid demurrage charge of $13. These allegations 
are borne out by complainant’s Exhibit No. 1, which is an 
original order to it from the purchasing agent of the Chi- 
cago Great Western Railway Co., dated July 25, 1906, call- 
ing for certain lumber at prices f. o. b. Kansas City, to be 
consigned to the Chicago Great Western Railway Co., care 
of H. C. Chandler, Oelwein, Ia. 

The initial carrier admits that it disregarded the rout- 
ing instructions, but denies responsibility, saying it had 
no legal rate from Whitford to Kansas City or by way of 
that junction to the named destination; and it avers that 
the only available route from Whitford to Maywood was 
the one used. The tariffs filed with the Commission do 


not support this contention. Kansas City Southern tariff, - 


I. C. C. No. 1509, effective April 1, 1904, to which the initial 
carrier is properly shown as a party, names a joint rate 
of 23 cents per 100 pounds on lumber from Atlanta and 
Winnfield, La., to Kansas City, Whitford being intermedi- 
ate. This rate is applicable via Shreveport and Kansas 
City Southern Railway. While there is no specific rate 
named.from Whitford to Kansas City, the tariff does not 
prohibit the application of rates to intermediate points, 
and it is a matter of common knowledge that such appli- 
cation was made generally by carriers at the date of this 
shipment. In Special Circular No, 6 the Commission re- 
ferred to the practice of carriers in applying tariff rates as 
maxima at intermediate stations, except when tariffs 
specifically provided.to the contrary, and stated— 


that until July 1, 1908, carriers may continue the use and present 
application of tariffs which were issued prior to January 15, 
1908, and which contain rules of the character hereinbefore re- 
ferred to, or under which, without specific provision in the 
tariff therefor, the rates or fares have been applied at inter- 
mediate stations. 

We think it is clear from the facts before us in this 
proceeding that the route named by the consignor was 
available, and that it was the duty of the initial carrier 
to forward the shipment in accordance therewith. The 
complainant was entitled to reconsign the car at Kansas 
City, and was deprived of this right by the action of the 
carrier. Had the shipment moved as directed, such re 
consignment would have been effected, and according to 
the record the charge which the complainant would have 
been obliged to pay would have been $146.28, based upon 
a weight of 63,600 pounds, and a rate of 23 cents per 100 
pounds from Whitford to Kansas City; the purchasing car- 
rier having agreed to pay the balance of the rate to des- 
tination. Our opinion is that the shipment was misrouted 
by the initial carrier, the Louisiana Railway & Navigation 
Co., and that the complainant was damaged thereby in 
the sum of $38.08, which is the difference between the 
charges actually imposed, $184.36, which includes the de- 
murrage charge of $13, and the aforesaid charge of $146.28. 
An award of reparation with interest from Nov. 7, 1906, 
will be entered against this defendant, 





ORDER. 
This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
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parties, and full investigation of the matters and things 
involved having been had, and the Commission having, on 
the date hereof, made and filed a report containing its find- 
ings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof: 

It is ordered, That defendant Louisiana Railway & 
Navigation Co. be, and it is hereby, authorized and di- 
rected to pay, on or before the 15th day of January, 1913, 
unto complainant, Beekman Lumber Co., the sum of $38.08, 
with interest thereon at the rate of 6 per cent per annum 
from the 7th day of November, 1906, as reparation for 
damages caused by the misrouting of one carload of lum- 
ber from Whitford, La., to Oelwein, Ia., as more fully and 
at large appears in and by said report of the Commission. 


Coke Rates Not Objectionable 


OPINION NO. 2052 
NO. 4711. (25 1. C. C. REP., P. 183.) ST. LOUIS BLAST 
FURNACE CO. VS. VIRGINIAN RAILWAY CO. ET 
AL, 
NO. 4711. (SUB-NO. 1.) SAME VS. CHESAPEAKE & 
OHIO RAILWAY CO, ET AL, 


Submitted June 27, 1912. Decided Nov. 12, 1912. 


By stipulation of the parties these cases, involving rates on 
coke from Page and Eagle, W. Va., to Carondelet, Mo., 
were submitted upon the records in St. Louis Blast Furnace 
Co. vs. V. Ry. Co., 24 I. C. €., 360; Held, That such records 
do not show these rates to have been unreasonable or un- 
justly discriminatory or otherwise in violation of the act 
to regulate commerce. Complaints dismissed. 


‘Harold R. Small and Stewart, Bryan & Williams for 
complainant. 

W. S. Bronson for Chesapeake & Ohio Railway Co. 

J. B. Nessle for New York Central Lines. 

Report of the Commission. 
MEYER, Commissioner: 

The allegations set forth in the complaints in these 
cases are substantially the same as in the cases of St. 
Louis Blast Furnace Co. vs. V. Ry. Co., 24 I. C. C., 360, ex- 
cept as to the matter of reparation, and at the hearing 
it was agreed by counsel that they be submitted on the 
records in the latter cases. 

The complaint in No. 4711, which was filed Feb. 23, 
1912, alleges the shipment of 236 carloads of coke, in De- 
cember, 1909, and May, June and July, 1910, from Page, 
W. Va., to St. Louis, Mo., and that the rate of $2.90 per 
ton collected thereon was unreasonable and unjustly dis- 
criminatory to the extent that it exceeded a rate of $2.23 
per ton. Reparation is demanded in the sum of $4,232.39. 
Most of these shipments moved via the Virginian Railway 
from Page to Deepwater, the Chesapeake & Ohio Railway 
from Deepwater to Cincinnati, the Cleveland, Cincinnati, 
Chicago & St. Louis Railway from Cincinnati to East St. 
Louis, and the St. Louis, Iron Mountain & Southern Rail- 
way to Carondelet, Mo. A few of the cars moved by way 
of Louisville, Ky., instead of Cincinnati, but over the lines 
above named. : “ 

The petition in No. 4711 (Sub-No.1), filed Feb, 23, 
1912, alleges the shipment of 16 carloads of coke in Feb- 
Tuary, 1910, from Eagle, W. Va., to St. Louis, Mo., upon 
which the defendants charged a rate of $2.80 per net ton. 
This rate is alleged to have been unreasonable and un- 
justly discriminatory to the extent that it exceeded $2.23 
per net ton, and reparation is demanded in the sum of 
$227.69. These shipments moved via the Chesapeake & 
Ohio Railway from Eagle to Cincinnati, the Baltimore & 
Ohio Southwestern Railroad to East St. Louis, and the 








‘St. Louis, Iron Mountain & Southern Railway to Caron- 
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delet. While the petitions refer to St. Louis as the des- 
tination, the cars as a matter of fact were delivered to 
complainant’s plant at Carondelet, which is a point taking 
the St. Louis rate. 

In St. Louis Blast Furnace Co. vs. V. Ry. Co., supra, 
the Commission was of the opinion that the charges im- 
posed upon complainant’s shipments of coke from Page 
and Ansted, W. Va., and Glassport, Pa., to Carondelet were 
neither unreasonable per se nor unjustly discriminatory 
and that they did not subject complainant to undue preju- 
dice or disadvantage. We did find, however, that the rates 
collected on the shipments from Page to Carondelet that 
moved via New Albany, Ind., were in excess of the rate 
lawfully applicable thereto, but there is no evidence that 
such is the case with respect to the shipments here in 
question. There is nothing in the records in the prior 
cases that shows the rates now under consideration to 
have been unreasonable or unjustly discriminatory or 
otherwise in violation of the Act to regulate commerce, 
and it follows therefore that these complaints should be 
dismissed. 


Absorption Not Required 


OPINION NO. 2051 
NO. 4307. (25 L C. C. REP. P. 180.) HUTCHINSON 
MILL CO. VS. ATCHISON, TOPEKA & SANTA FE 
RAILWAY CO. 
NO. 4307 (SUB-NO. 1). MONARCH MILL CO. VS. SAME. 
NO. 4307 (SUB-NO, 2). WILLIAM KELLY MILL CO. VS. 
SAME. 
NO. 4307 (SUB-NO. 3). 
GRAIN CO, VS. SAME, 


Submitted May 16, 1912. Decided Nov. 11, 1912. 


Tariffs of the Santa Fe system not found to have provided for 
the absorption of switching charges at Hutchinson, Kan., 
on traffic milled in transit at that point. Complaints dis- 


missed. 
A. B. Helm for complainants. 


J. L. Coleman and J. R. Kooutz for defendant. 


O’NEIL-KAUFMAN-PETTIT 


Report of the Commission. 
BY THE COMMISSION: 

Complainants are engaged in the milling business at 
Hutchinson, Kan. By petitions, filed June 13, 1911, they 
allege that on various interstate shipments of grain milled 
in transit at Hutchinson the collection of certain switch- 
ing charges was unlawful in that it was violative of the 
terms of defendant’s tariffs. Reparation in the sum of 
$2,870 is asked on shipments which moved between June 
1, 1909, and June 1, 1911. 

Complainants’ mills are located on the tracks of the 
Chicago, Rock Island & Pacifif and Missouri Pacific roads, 
and on traffic moving via the line of the Santa Fe system, 
milled in transit at Hutchinson, it is necessary that cars 
be switched by the above lines from and to the Santa Fe 
tracks, for which service the charge is $2 per car for the 

movement in each direction. Complainants contend that 

defendant’s tariffs provided for the absorption of these 
charges, and the only point here in issue is the interpreta- 
tion of the tariffs. 

Prior to January 10, 1910, Santa Fe system circular 
2047-C, I. C. C. No. 4174, authorizing transit privileges at 
various points, including Hutchinson, provided as follows: 


When shipments of grain, etc., are placed in an elevator, 
warehouse, or other place of storage. at transit points not 





rea 
cul 
the 


au 


as 





X, No. 23 


to Caron- 
s the des- 
livered to 
int taking 


Co., supra, 
harges im- 
from Page 
delet were 
riminatory 
idue preju- 
t the rates 
ndelet that 
f the rate 
dence that 
its here in 
| the prior 
leration to 
inatory or 
commerce, 
should be 


d 


N NO. 2051 
'CHINSON 
SANTA FE 


VS. SAME. 
LL CoO. VS. 


AN-PETTIT 


1912. 


rovided for 
linson, Kan., 
mplaints dis- 


lant, 


business at 
» 1911, they 
grain milled 
‘tain switch- 
ative of the 
the sum of 
satween June 


racks of the 
acific roads, 
a Fe system, 
ry that cars 
he Santa Fe 
r car for the 
contend that 
ion of these 
ie interpreta- 


item circular 
privileges at 
i as follows: 


n an elevator, 
sit points not 





December 7, 1912 


the tracks of the Santa Fe line, the expense in- 
rene ation such shipments from and returning same to 
the Santa Fe System shall be borne by the owner or shipper. 


It is therefore clear that prior to the above date no 
authority existed for the absorption of these charges. 

Effective Jan. 10, 1910, the above provision was 
changed to read as follows: 


When shipments of grain and other articles mentioned in 
circular are placed in an elevator, warehouse, or other place 
of storage at transit points not reached by the eat of the 
Santa Fe system, the expense incurred in moving such ship- 
ments from and returning same to Santa Fe line shall be borne 
by the owner or shipper, except when otherwise provided in 
Santa Fe system tariff 7641A, I. C. C. No. 3924, supplements 
thereto or reissues thereof. 

Santa Fe system tariff, I. C. C. No. 3924, referred to 
above was entitled “Switching charges on carload traffic 
from and to industries at points on lines named,” and con- 


tained a provision as follows: 


Hutchinson, Kan. 


Foreign-line switching charges will be absorbed on all local 
as well as competitive carload traffic at Hutchinson, Kan. 


Although this rule appears to be unlimited in its ap- 
plication when considered by itself, the general character 
of the tariff in which it is found must be taken into con- 
sideration. The title of this tariff indicates that the pro- 
visions contained therein are applicable to traffic from and 
to industries at points named. The milling in transit at 
Hutchinson was merely an incident to the through trans- 
portation to final destination; the shipments had their 
origin at various stations on the line of the Santa Fe sys- 
tem, and in fact were not shipments from or to industries 
at Hutchinson. This same tariff, I. C. C. 3924, contained 
several items which specifically provided for the absorp- 
tion of switching charges at certain transit points, and it 
is evident that these are the exceptions referred to in the 
item shown above as effective Jan. 10, 1910. Furthermore, 
supplement No, 6 to this tariff, effective Dec. 2, 1907, and 
in force during the life of the tariff, provided as follows: 


_ Switching at transit points on grain, grain products, etc.— 
For rules governing, except as provided for herein, see Santa 


Fe system circular 2047C, I. C. C. 4174, supplements thereto 
or reissues thereof. 


This item makes it more clear that the tariff should 
not be used as authority for the absorption of switching 
at transit points, except where specifically provided. Sub- 
sequent tariffs in effect during the movement in question 
made no material change. 

The petitions of complainants do not allege that they 
have been misled to their detriment or in any wise dam- 
aged, and the proceeding seems to have been instituted 
merely for the purpose of securing an interpretation by 
this Commission of the provisions of defendant’s tariffs. 
While the various provisions when taken alone may give 
rise to some ambiguity and uncertainty, we are unable to 
find, upon consideration of the whole situation, that de- 
fendant’s tariffs provided for the absorption of the switch- 
ing charges involved. The complaints will therefore be 
dismissed. An order will be entered accordingly. 


Stops Double Pay for Transfer 


OPINION NO. 2055 
NO. 5011. (25 L ©. C. REP., P. 198.) P. C. KAMM & 
CO, VS. PENNSYLVANIA CO. ET AL. 


Submitted Nov. 7, 1912. Decided Nov. 12, 1912. 


It appears that the Milwaukee Company charges complainant 
one-fourth cent ay bushel upon his grain for elevation at 
Milwaukee, if it ordered out in 10 days, and that the lines 
east from Milwaukee pay a charge to the owner or operator 
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of the elevator in the same sum for the transfer service, 
the result being that the Milwaukee Company receives for 
transferring grain through its elevator one-fourth cent r 
bushel from complainant and one-fourth cent per bushel 
from the eastern lines. Upon complaint that the elevation 
charges so exacted are unreasonable; Held, That the Mil- 
waukee Company receives double pay for the service of 
transfer, which is manifestly unjust, and that its tariffs 
should be so modified as to provide that when that com- 
pany collects this transfer charge from the eastern lines 


no transfer charge shall be made against the grain dealer. 
Reparation awarded. 


G. W. Kruse for complainant. 

G. A. Schroeder for Milwaukee Chamber of Com- 
merce. . 

James Stillwell and M. S. Connelly for Pennsylvania 
Co. and Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
way Co. 

C. D. Clark for Baltimore & Ohio Railroad Co. 

W. W. Collin, Jr., for Lake Shore & Michigan South- 
ern Railway Co.; Michigan Central Railroad Co., and 
Cleveland, Cincinnati, Chicago & St. Louis Railway Co. 

G. W. Kretzinger and G. W. Kretzinger, Jr., for 
Grand Trunk Western Railway Co. and Grand Trunk 
Railway Co. of Canada. 

F. A. Butterworth and W. S. White for Perre Mar- 
quette Railroad Co. 

J. H. Grant, F. B. Carpenter and H. D. Palmer for 
New York, Chicago & St. Louis Railroad Co. 

O. W. Dynes and Burton Hanson for Chicago, Mil- 
waukee & St. Paul Railway Co. 


Report of the Commission. 
PROUTY, Chairman: 

The complainant is P. C. Kamm; who does a grain 
business under the firm style of P. C. Kamm & Co. at 
Milwaukee, Wis. His complaint is that he has been 
subjected to the payment of unreasonable elevation 
charges in the conduct of his business. 


The Chicago, Milwaukee & St. Paul Railway Co. 
Was not named as a party to the complaint, but its attor- 
ney was present at the hearing, and when it became 
evident that the matter could not be disposed of without 
the appearance of that company stated that he would 
enter an appearance and waive formal complaint and 
other proceedings, allowing the matter to be disposed of 
as though properly presented by the pleadings. 


There are four grain elevators in the city of Mil- 
waukee, one owned by the Chicago & Northwestern 
Railway Co. and located upon the tracks of that com- 
pany, and three owned by the Chicago, Milwaukee & St. 
Paul Railway Co. and located upon its tracks, It did 
not clearly appear whether the Northwestern elevator 
Was operated by that railway company or by some third 
party under lease, but it was said that grain could be 
passed through that elevator without the payment of 
transfer charges. If, however, the grain did not reach 
Milwaukee via the Northwestern line a switching charge 
was necessary to place the car at that elevator. 


Two of the St. Paul elevators are leased to private 
parties and operated by them, but the third is operated 
by the railway company itself. That company files a 
tariff with the Commission by which it names a transfer 
charge of one-fourth cent per bushel, with ten days’ 
free storage, upon grain passing through the elevator. 
The complainant in the conduct of his business finds it 
necessary to load grain into an elevator at Milwaukee 
and subsequently order it out for shipment to various 
eastern destinations. Upon grain so handled he is 
charged by the Milwaukee company one-fourth cent per 
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bushel, provided grain is ordered out within the ten-day 
limit. 

The testimony was that the lessees of the other two 
elevators have sufficient business of their own to occupy 
those elevators, and do not transact to any extent busi- 
ness for other individuals, As a practical matter, there- 
fore, the complainant must pass his grain either through 
the Northwestern elevator or through the elevator oper- 
ated by the Milwaukee company. 

Lines leading each from Milwaukee publish in their 
tariffs what is styled a transfer charge of one-fourth cent 
per bushel, and under these tariffs they pay to the owner 
or operator of the elevator at which the cars received 
by them are loaded one-fourth of 1 cent per bushel for 
the transfer service. Up to September 1, 1911, the Mil- 
Waukee company seems to have collected from the vari- 
ous eastern lines this transfer charge. The result was, 
therefore, that the Milwaukee company received for 
transferring grain through its elevator one-fourth cent 
per bushel from the complainant and one-fourth cent per 
bushel] from the eastern lines. 

It appeared that the operator of the Northwestern 
elevator also collects this one-fourth cent per bushel 
from the eastern lines and pays the same to the owner 
of the grain. Since the charge of that elevator for trans- 
fer is one-fourth cent per bushel, with 10 days’ storage, 
it results that upon grain passing through that elevator 
no transfer charge whatever is paid by the grain dealer. 
If he pays the charge in the first instance to the elevator, 
it is subsequently refunded to him. The testimony is 
not clear whether the charge is paid at all. 


It further appeared that the lessees of the two other 
St. Paul elevators receive from eastern lines the transfer 
charge of one-fourth cent per bushel for the service 
which they furnish. 


Where the Discrimination Exists. 


It follows, therefore, that the complainant and all 
others using the Milwaukee elevator at Milwaukee are, 
as a practical matter, compelled to pay one-fourth cent 
per bushel more than their competitors who use the 
Northwestern or the leased Milwaukee elevators. The 
complainant insists that this is a discrimination which 
the Commission by its order should correct. 


His original purpose in bringing the complaint was 
to obtain an order against-the eastern lines, who were 
alone named defendants, requiring them to so amend 
their tariffs that in the future the allowance would be 
paid not to the elevator but to the owner of the grain, 
with a further order requiring the eastern lines to pay 
to the complainant with respect to the grain handled 
for him by them this one-fourth cent per bushel which 
had not been collected by the Milwaukee company on 
account of shipments moving since Sept. 1, 1911. 


This subject of elevation allowances has been before 
the Commission, and finally the Supreme Court of the 
United States. Such charges are sustained on the ground 
that they represent a transfer service involved in the 
transfer of the grain from car to car in course of its 
transportation. This service is rendered not by the 
owner of the grain, but by the elevator through which 
the grain is passed. Since the-service of transfer is 
performed by the Milwaukee company through its house, 
it seems evident that payment for that service must be 
due to the Milwaukee company and that no order can 
be made requiring these eastern lines to make payment 
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to the owner of the grain. Clearly such payment could 
not be made under the present tariffs, which expressly 
provide that payment shall be made to the elevator, nor 
do we think that the eastern lines could properly so 
frame their tariffs as to permit payment for this trans- 
fer service to the owner of the grain, who does not per- 
form any transfer service, who is a shipper, and to 
whom such payment would be in effect a concession 
from the established rate. We hold therefore that no 
order can be made against the eastern lines, 


The question remains whether any order should be 
made against the Chicago, Milwaukee & St. Paul Rail- 
way Co. That company in effect at the present time 
collects twice for this transfer charge! Should it be 
permitted to do so? 


Transfer charges of this character are usual in many 
parts of the United States. In Chicago this identical 
charge of one-fourth of 1 cent per bushel has for many 
years been paid by the road receiving the grain to the 
elevator from which it is loaded. Upon the Missouri 
River in recent years similar allowances have been 
made, always to the elevator itself and never to the 
owner of the grain. It seems, however, to be the uni- 
versal practice for the elevator receiving this allowance 
to give to the owner of the grain the benefit of it. If 
the elevator charge is the same as the transfer allow- 
ance which the elevator receives, then no charge is made 
against the owner of the grain, that service being in 
effect paid for by the railway company. If, as sometimes 
happens, the elevation charge exceeds one-fourth of 1 
cent per bushel, as it would upon the Missourj River 
at the present time, or as it always does in the city of 
Chicago and at many other eastern points, then the owner 
is credited with the amount received from the railway 
company by way of this transfer charge. The only in- 
stance which has so far come to the attention of the 
Commission in all its investigations into this subject 
of elevation allowances where the elevator does not in 
some form give to the owner of the grain the benefit of 
this transfer charge is in the case of the elevator of the 
Chicago, Milwaukee & St. Paul Railway Co. at Milwaukee. 

It has been suggested to the Milwaukee company 
that it might perhaps with propriety pay over to the 
grain dealer the amount which it collects from the east- 
ern lines, but that company is apprehensive that such a 
payment to the owner of the grain, if made by it, might 
be tantamount to a rebate, 


Collection From Eastern Lines Bars Charge Against 
Dealer. 


Since the Milwaukee company directly operates this 
elevator, that company may properly be held directly re- 
sponsible for the entire transaction involved in the pass- 
ing of the grain through its elevator. So considered, it 
is evident that this company receives double pay for 
the service of transfer, which is manifestly unjust. In 
our opinion, the tariffs of that company should be s0 
modified as to provide that when it does, or may under 
the tariffs of the eastern lines, collect this transfer 
charge of one-fourth cent per bushel no transfer charge 
shall be made against the grain dealer. 


Assuming that we are acting upon a complaint 
charging the Milwaukee company with exacting unrea- 
sonable elevation charges and praying for reparation 
with respect to past transactions, we are of the further 
opinion that such reparation should be granted. If 4 
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formal complaint had been filed-the complainant would 
be entitled to such reparation for a period of two years 
preceding the filing of the complaint, but inasmuch as 
the Milwaukee road was not originally named as a de- 
fendant and inasmuch as the complainant upon the hear- 
ing stated that he only claimed reimbursement as to 
those shipments named in his complaint which had ac- 
crued since Sept. 1, 1911, our order for reparation will 
be confined to that period. 

The complainant has filed with his complaint a list 
of shipments said to have moved over various eastern 
lines since the above date. Up to the present time the 
Milwaukee company has not collected from the eastern 
lines the amount of this transfer charge as to these 
shipments, but expresses the intent to do so. Reparation 
will be awarded the complainant against the Chicago, 
Milwaukee & St. Paul Railway Co. as to all those ship- 
ments with respect to which, under the tariffs of the 
eastern lines, it does or can collect this elevation allow- 
ance, 

Transfer Charge Covers Practically All Shipments. 

The tariffs of the eastern lines state that the trans- 
fer charge will be paid only when the transfer is made 
for certain specified reasons. As a practical matter these 
instances appear to cover all shipments, but if a case 
should arise where the transfer charge could not be 
legally collected by the Milwaukee company from the 
eastern line under the published tariff of that line, then 
with respect to that shipment the complainant would not 
be entitled to reparation, since the Milwaukee company 
is entitled to payment for the service from the complain- 
ant if it cannot obtain such payment from the eastern 
line, 

No order will at this time be made for the future, 
but the Milwaukee company will be expected to revise 
its elevation tariff in accordance with the views above 
expressed. The parties should on or before Jan, 1, 1913, 
file with the Commission a statement showing in detail 
the amount due under this holding, from the Milwaukee 
company to the complainant, so that an order may be 
made permitting and directing payment of the same. If 
the parties cannot agree upon the amount the Commis- 
sion will, on motion of the complainant, proceed with a 
further hearing for the purpose of determining the same. 


Cedar Pencil Material Rate O. K. 


OPINION NO. 2056 

NO. 4209. (25 I. C. C. REP., P. 203.) EAGLE PENCIL 

CO. VS. NASHVILLE, CHATTANOOGA & ST. LOUIS 
RAILWAY ET AL. 


. Submitted Feb. 1, 1912. Decided Nov. 11, 1912. 


Rail-and-water rate of 50 cents per 100 pounds on cedar-pencil 
material from South Pittsburg, Tenn., to New York, N. Y¥ 
not found to be unreasonable or unduly discriminatory. 


Arthur B. Hayes for complainant. 


R. Walton Moore and Charles Rixey, Jr., for defend- 
ants. 


Report of the Commission. 
BY THE COMMISSION: 

Complainant, a corporation with place of business at 
Chattanooga, Tenn., is engaged in buying and manufac- 
turing cedar slats and shipping them from its mills in 
Tennessee to New York, N. Y. By petition, filed July 
7, 1911, it attacks defendants’ rail-and-water rate of 50 
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cents per 100 pounds for the transportation of carload 
shipments of red cedar slats from South Pittsburg, Tenn., 
to New York City, alleging that said rate is unreasonable 
and subjects complainant and its traffic to undue and 
unreasonable prejudice and disadvantage. It is averred 
that defendants publish a rail-and-water rate of 31 cents 
applicable on this traffic from points more distant from 
New York City than is South Pittsburg. Complainant 
seeks reparation and the establishment of a lower rate 
for the future. 

On March 11, 1911, complainant shipped from South 
Pittsburg to New York via the lines of the Nashville, 
Chattanooga & St. Louis Railway and connecting carriers 
to Norfolk, Va., thence via Old Dominion Steamship Co. 
to destination, 691 bags of cedar boards weighing 58,200 
pounds, on which charges were collected in the sum of 
$290.99, at the rate of 50 cents per 100 pounds. 

There are a number of manufacturers of cedar pencil 
material located at local stations along the line of the 
Nashville, Chattanooga & St. Louis Railway Co. in the 
vicinity of Chattanooga, Tenn. Complainant operates a 
mill at South Pittsburg, a point located on the Pikesville 
branch of the latter road, 30 miles southwest of Chat- 
tanooga. Shipments from South Pittsburg, en route to 
New York, pass through Chattanooga. A blanket rate 
of 50 cents on cedar péncil material applies from all 
these local stations to New York. 


Rate Comparisons in Evidence. 


In support of its claim complainant offered evidence 
to show that the rail-and-water rate on this commodity 
from Lebanon, Tenn., a point 157 miles west of South 
Pittsburg, to New York, is 41 cents when routed over 
the Nashville, Chattanooga & St. Louis Railway and con- 
necting lines to Norfolk and thence via the Old Dominion 
Steamship Co. to New York, and 36 cents when routed 
via the Tennessee Central Railroad in connection with 
the Southern Railway and the Old Dominion Steamship 
Co.; that from Paint Rock, Ala., a point 45 or 50 miles 
farther from New York than South Pittsburg, the rate 
to New York is 49 cents, all rail, and 43 cents, rail and 
water; and that the rate on cedar, cherry, mahogany and 
other woods of value from Chattanooga to New York 
is 31 cents. Complainant contends that cedar pencil ma- 
terial, being manufactured of inferior wood, should not 
take a higher rate than that applicable on cedar, cherry 
and mahogany lumber, and that, while the rate from 
South Pittsburg on cedar pencil material might fairly 
take a slight differential over the rate on cedar, cherry 
and mahogany lumber from Chattanooga, such rate should 
not be greater than 35 or 36 cents to New York. 

The record shows that not every grade of cedar can 
be used for the manufacture of cedar pencil material, 
commonly known as cedar pencil boards or slats, but 
only what is known as the heart or the red wood of the 
original growth cedar, is suitable for the purpose. The 
sap or white wood is classed as refuse or waste from the 
manufacture of red cedar pencil slats and is nothing like 
as valuable as the red cedar. The sap or white wood is 
taken off in the manufacture of pencil material and cannot 
be used in the manufacture of pencils. Even second- 
growth cedar is worthless for this purpose. Years ago 
pencil material was shipped to the manufacturers in the 
form of squared cedar logs—that is, large trees squared 
down to the red, all the white or sap being taken off; 
but the original-growth timber has now been nearly ex- 
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hausted and shipments of squared cedar logs are rare. 
When it was realized that the original-growth timber was 
fast disappearing it was discovered that by utilizing fence 
rails and old stumps of cedar trees, by pulling down old 
barns or other buildings which had been constructed 
years ago from this wood, the material could be sawed 
into pencil slats and transported to the manufacturers in 
this shape. From this source the supply of red cedar for 
pencil slats is now almost exclusively drawn. 

Counsel for defendants, in their brief,-state that the 
3i-cent rate cited by complainant in its petition does 
not apply on red cedar pencil slats, and that the com- 
plaint evidently refers to the rail-and-water rate from 
Paint Rock to New York via the Southern Railway and 
its connections on white cedar, which is described in the 
tariff as follows: 


Slats, white cedar, refuse from 
cedar penci] and penholder slats, 
minimum weight 40,000 pounds, 


the manufacture of red- 
packed in crates, carload 


The all-rail rate from Paint Rock to New York on 
white cedar via the Southern Railway is 37 cents, whereas 
the all-rail rate on red cedar pencil slats is 49 cents. 
Paint Rock is a local station on the Southern Railway 
and is not served by the Nashville, Chattanooga & St. 
Louis Railway. 


History of Rates. 


Lebanon is a junction point of the Nashville, Chat- 
tanooga & St. Louis Railway and the Tennessee Central 
Railroad. The general freight agent of the former com- 
pany testified that when the plant at Lebanon was origi- 
nally constructed the Tennessee Central Railroad put in 
a rate of 41 cents to New York and Jersey City via its 
line and connections; that thereupon the Nashville, Chat- 
tanooga & St. Louis Railway met this rate and that 
thereafter the Tennessee Central Railroad reduced the 
rate from Lebanon to 36 cents; and that the Nashville, 
Chattanooga & St. Louis Railway declined to meet the 
36-cent rate, canceled the 41-cent rate, and retired from 
the business. 


The following is a comparative statement of the rates 
on cedar pencil slats, squared logs, cedar lumber and 
oak lumber, in carloads, from South Pittsburg, Tenn., to 
New York, N. Y.: 


Cents. 
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There is a considerable movement of cedar lumber 
from Chattanooga and the vicinity in the form of cedar 
squares, which are made from the second-growth cedar 
and are used in building fences or window sills. This 
lumber is unfit for making pencils and is of very much 
less value than pencil slat material. A carload of oak 
lumber is worth between $450 and $500, while a carload 
of pencil slats, weighing 58,000 pounds, is worth between 
$4,000 and $4,500 f. o. b. car at the mill. 

The record shows that the 50-cent rate on slat ma- 
terial from this territory has been in effect for a number 
of years. Evidence was offered to show that the Nash- 
ville, Chattanooga & St. Louis Railway, to enable the 
plants to reach out and draw their material to be manu- 
factured into these slats, has established very low rates 
on the raw material from the surrounding territory to 
the mills. Two other shippers engaged in the same in- 
dustry expressed satisfaction with the present rate ad- 
justment and stated that a reduction in the rate would 
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not and could not have the effect of increasing the volume 
of traffic, as all the plants are now operated to their full 
capacity. . 

At the hearing it developed that the Nashville, Chat- 
tanooga & St. Louis Railway Co. published a rate of 36 
cents on this traffic from Nashville, Tenn., to New York. 
The latter road justified the lower rate from Nashville 
on the ground of competition at that point and states that 
it has made application for relief from the- provisions of 
the fourth section. From an examination of all the facts 
and circumstances we are unable to find that the rate 
complained of is unreasonable or unduly discriminatory. 
The complaint, therefore, must be dismissed. It should 
be understood that the decision herein is without preju- 
dice to any finding of the Commission respecting the ap- 
plication of the fourth section of the act. An order will 
be entered in accordance herewith. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 





Former Wool Decision Upheld 


OPINION NO, 2053 
NO. 4074. (25 I. C. C. Rep., P. 185.) IN THE MATTER 
OF THE INVESTIGATION OF ALLEGED UNREA- 
SONABLE RATES AND PRACTICES INVOLVED IN 
THE TRANSPORTATION OF WOOL, HIDES AND 
PELTS FROM VARIOUS WESTERN POINTS OF 
ORIGIN TO EASTERN DESTINATIONS. 
NO. 2634. RAILROAD COMMISSION OF OREGON VS. 
OREGON RAILROAD & NAVIGATION CO. ET AL. 
NO. 3939. NATIONAL WOOL GROWERS’ ASSOCIATION 
VS. OREGON SHORT LINE RAILROAD CO. ET AL. 
Submitted Nov. 6, 1912. Decided Nov. 12, 1912. 


1. The minimum of 24,000 pounds for cars 36 feet in length, 
prescribed by the Commission for the transportation of 
wool in the original report herein, imposes upon _ the 
shipper no umreasonable burden and increases the car 
efficiency and the economy of transportation; but if cars 
less than 36 feet in length are tendered for shipment, they 
should be covered by a proper tariff provision. 

Contention of shippers that the Commission should apply 
the rates established for baled wool in all instances where 
the loading of sack wool equals or exceeds the minimum 
prescribed for baled wool, not sustained. 

3. Rates on scoured wool from Albuquerque, N. M., to the East 

found excessive. They should be reduced by as much per 
100 pounds as the reduction in the rates on wool in the 
= suggested by the Commission in the original re- 
port. 

4. Former decision that wool in the territory covered by the 

investigation should take the fourth-class rate, with a 
minimum of 24,000 pounds, adhered to. 


bo 


J. T. Marchand for Interstate Commerce Commission. 

V. O. Johnson and P. S. Haddock for National Wool 
Growers’ Association. 

C. B. Aitchison for Railroad Commission of Oregon. 

W. J. Anderson for St. Louis Wool Trade and B. Harris 
Wool Co. 

P. W. Coyle for Business Men’s League of St. Louis. 

J. F. Ehninger for H. T. Thompson & Co. and others. 

H. A. Scandrett for Union Pacific Railroad Co., South- 
ern Pacific Co. and others. 
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J. D. Armstrong for Great Northern Railway Co., 
Northern Pacific Railway Co. and others. 

BE. N. Clark and J. D. McMurray for Denver & Rio 
Grande Railroad Co. 

T. J. Norton and D. L. Meyers for Atchison, Topeka 
& Santa Fe Railway Co. 

A. P. Matthew for Western Pacific Railway Co. 

R. B. Scott and C. E. Spens for Chicago, Burlington & 
Quincy Railroad Co, 

E. Fox for Chicago, Rock Island & Pacific Railway Co. 
and El Paso & Southwestern system. 

F. A. Jones for Arizona Corporation Commission. 


Supplemental Report of the Commission. 


PROUTY, Chairman: 

The Commission, by its report of March 21, 1912, in the 
above cases, 23 I. C. C., 151, found certain rates and regu- 
lations applied to the transportation of wool in the grease 
from western territory to eastern markets to be unreason- 
able and recommended the substitution therefor of certain 
other rates and regulations. No formal order was made in 
that proceeding, but the carriers have voluntarily complied 
with most of the suggestions contained in the report. 
Numerous protests have been received, both from shippers 
and from carriers, to the effect that certain suggestions and 
requirements were unreasonable, and asking that the con- 
clusions of the Commission be modified in these respects. 
The character and volume of these protests were such that 
it seemed best to further consider the questions raised, and 
the case was therefore assigned for further hearing upon 
certain specified. points. Such hearing has been had, and 
the matters are now before us for disposition. The points 
to which the supplemental hearing was directed and the 
conclusions of the Commission with respect to those ques- 
tions are as follows: 

1. Immediately upon the publication of the opinion of 
the Commission numerous letters and telegrams were re- 
ceived from shippers stating that the minimum prescribed 
by the Commission could not be loaded. The old minimum 
had usually been 20,000 pounds for cars of all sizes, while 
the new minimum suggested by the Commission for wool 
in the grease was 24,000 pounds for cars 36 feet in length, 
with a corresponding increase for larger cars. It was 
strenuously insisted that cars would not contain this mini- 
mum, 

The new rates and minima were generally made ef- 
fective about June 1, 1912. At the supplemental hearing 
all the principal wool-carrying roads filed statements show- 
ing the loading of all cars of wool originating upon their 
lines subsequent to May 1, 1912. These statements show 
that in practically every instance the cars were loaded to 
at least the prescribed minimum. The rule of the carriers 
provides that where a smaller car is ordered and a larger 
car furnished for the convenience of the carrier, the mini- 
mum applicable to the smaller car will be protected, and 
there were some instances of cars 40 feet and over in 
length which contained less than the minimum applicable 
to that car, but which were furnished undef an order for a 
36-foot car. There were also a few cars where the shipper 
did not have a sufficient amount of wool with which to 
load the car, but in practically every case where the shipper 
did have wool enough to fill the car the prescribed minimum 


was loaded. 
Unloadable Minimum the Exception. 


The testimony showed, however, that in certain locali- 
ties a small quantity of wool of peculiar kind is produced 
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which is not as- heavy as the ordinary run of wool in the 
grease and which cannot, therefore, be loaded to the mini- 
mum prescribed by the Commission. This wool seems to 
be clipped early in the season and had for the most part 
moved previous to May 1, when the records furnished by 
the carriers begin. While the actual loading for the year 
1912, as furnished by the carriers, would indicate to the 
contrary, it seems probable that there are cases where the 
minimum of 24,000 pounds cannot be loaded, but these cases 
are the unusual exception. 

In fixing the new and reduced rate the Commission had 
in mind the increased minimum. If that minimum were 
to be reduced, it would be only just to the carriers to cor- 
respondingly increase the rate. Should we therefore re- 
duce the minimum to accommodate the few cars of light 
wool which probably do exist, the result would be to im- 
pose upon the great bulk of this commodity an additional 
charge. Even now the light wool at the heavier minimum 
and the lower rate pays a less transportation charge than 
it would at the former minimum and the former rate. 

The actual results of our finding have been to increase 
the loading and. therefore decrease the cost of transporta- 
tion without practical inconvenience to shippers. Thus the 
Union Pacific Railroad in 1912 handled 65,774,059 pounds 
in 2,115 cars, as compared for the season of 1911 with 
62,420,521 pounds in 2,280 cars, showing an increase in the 
total amount handled and a decrease in the number of 
cars. 


Imposes No Unreasonable Burden. 


We are satisfied that the minimum suggested by the 
Commission imposes upon the shipper no unreasonable 
burden and increases the car efficiency and the economy 
of transportation and that it ought not to be disturbed. 

The minimum prescribed by the Commission was for 
certain cars 36 feet in length and larger. The tariffs of 
the railroads apply this minimum to all cars up to and 
including those 36 feet in length, with an increase for 
larger cars. It appeared that in some few instances cars 
less than 36 feet in length had been furnished, and it was 
said that the 24,000 pounds could not always be loaded into 
this smaller equipment. 

The decision of the Commission contemplated that the 
minimum should vary with the size of the car. Plainly, 
if it increases with the length, it ought also to decrease 
with the length. Tariffs of carriers should therefore be 
modified so as to begin with a car 36 feet in length or to 
provide a lower minimum for a shorter car. It was stated 
by the carriers that these short cars were almost obsolete 
and that they did not desire to embrace them in their 
tariffs so as to be obliged to furnish a shorter car upon 
notice. If they do not desire to tender these short cars 
for the shipment of wool in any case, they need not em- 
brace them in the tariff; but if cars less than 36 feet in 
length are to be tendered for shipment, they should be 
covered by a proper tariff provision. 

2. The Commission by its opinion established a mini- 
mum of 24,000 pounds for a car 36 feet in length for wool 
in the grease. For baled wool it named a lower rate than 
for wool in the grease, with a minimum of 32,000 pounds 
for a car 36 feet in length. It further provided that the 
rate on baled- wool should only apply on wool compressed 
to a density of at least 19 pounds to the cubic foot, 

The shippers show that it is possible with some kinds 
of wool to produce a density of nearly 19 pounds to the 
cubic foot in sacks, and that in a substantial percentage 
of all cars the loading of sacked wool was equal to the 
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minimum prescribed for baled wool. They further show 
that it is not practicable to bale a very considerable part 
of the wool affected by these rates. They urge that we 
should apply the rates established for baled wool to all 
instances where the loading of sacked wool equals or ex- 
ceeds the minimum prescribed for baled wool. 

The argument by which this request is supported is 
that it is a matter of indifference to the carrier whether 
the heavier loading be secured by the baling or the sacking 
of the wool. If the car actually contains the required 
loading, whether the wool be baled or sacked, then the 


carrier may properly be required to transport it at the 
lower rate. 


Actual Loading Often Exceeds Minimum. 


This argument overlooks the fact that no commodity is 
loaded always to its exact minimum. It usually happens 
that the actual loading very considerably exceeds the mini- 
mum prescribed. What has been already said indicates 
that in case of wool it would be impossible to prescribe a 
minimum which would just fit every car, since the weight 
of the wool varies considerably, sack for sack. The same 
thing is to a degree true of baled wool.- A minimum of 
24,000 pounds for sacked wool means that the average 
loading will considerably exceed 24,000 pounds, and a 
minimum of 32,000 pounds for baled wool of the density 
required also means that baled wool will be upon the 
average loaded much beyond that figure. This appears 
from the statements of actual loading for the past season, 
introduced by the carriers. If, therefore, we were to apply 
the baled-wool rate to sacked wool, loading to the minimum 
prescribed for baled wool, the effect would be to materially 
reduce the revenues of the carriers. 

Such a rule would also introduce a graded minimum, 
and while we do not say that there may not. be and are 
not many instances where a clear distinction can be drawn 
‘between the higher minimum with the lower rate and the 
lower minimum with the higher rate, still this provision is 
an extremely unusual one and is strenuously objected to by 
the carriers: in this case. It is evident that if some scheme 
were applied by which the rate properly decreased in pro- 
portion as the loading increased justice would be done 
both between different shippers and between shippers as 
a@ class and the carriers. It is possible that some system 
of this kind will finally: be applied to commodities. where 
the weight, when the car is filled to its physical capacity, 
varies as much as in the case of this commodity; but these 
rates were constructed upon. the other theory, and we are 
not satisfied that they impose any substantial hardship. 
To apply this principle without materially reducing the 
revenue of the carriers would require an entire recon- 
struction of the rates themselves, and we shall, therefore, 
leave them as they are for the present. 

It was said that it would be impossible to determine 
accurately the density to which wool was. compressed, ow- 
ing to the bulging, and therefore the somewhat irregular 
shape of the package when taken from the compress, but 
this is true to a degree of cotton and of other articles 
which are compressed and it is not believed that any 
serious difficulty can result from that source. 


The Status of Scoured Wool. 


3. Complaints were received from two or three scour- 
ing mills in New Mexico to the effect that the change in 
rates would put those plants out of business. 

Wool loses about two-thirds in weight by scouring; 
that is, by removing the dirt contained in wool in the 
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grease. Ordinarily wool is scoured at the factory or near 
the factory, but with a view to avoiding the cost of trans. 
porting the dirt from the far western point, where the 
wool is produced, to the eastern point of consumption a 
few scouring mills have been erected in the West. One of 
these represented upon the hearing was located at Al- 
buquerque, N. Mex., and another, from which complaint 
had been received, at Las Vegas, N. Mex. 

The mill at Albuquerque draws its wool in the grease 
from points in Arizona and New Mexico and pays into the 
mill a local rate, which was said to be satisfactory. The 
rate on scoured wool from Albuquerque to Boston has been 
and is $3.27 per 100 pounds. The rate on wool in the 
grease previous to our reduction had been, from Albu- 
querque, $1.89 per 100 pounds. The reduced rate prescribed 
by the Commission was $1.50 per 100 pounds from Albu- 
querque, a reduction of 39 cents, and rates on wool in the 
grease from. other territory from which the Albuquerque 
mill draws its supplies were correspondingly reduced. The 
result, of course, was that the saving in freight under the 
new. adjustment of .the tariffs was reduced by 39 cents per 
100 pounds.on the scoured wool, and the proprietor of this 
mill testified that under the influence of these rates his 
business had been cut in half and that he would not be 
able to continue the operation of his mill. 

Scoured wool cannot be sacked as compactly as wool 
in the grease, since it is not as. heavy. The present car- 
load minimum on scoured wool is 10,000 pounds for cars 
36 feet in length, -with a proportionate increase for larger 
cars. . The proprietor of this. Albuquerque mill testified 
that he.could not load 10,000 pounds into the 36-foot car, 
but. could.load the minimum into cars 40 feet and over in 
length, -He further said that scoured wool could not be 
compressed, 


The only other mill as to which. the Commission re- 
eeived information was located in the Northwest, and it 
appeared.that this wool, when scoured, was in fact com- 
pressed.to the required density for baled wool and shipped 


-under the rate applicable to baled wool in the grease. 


'-We do not feel that we have before us the necessary 
information from which to arrive at any conclusion as to 
what should be the fair: relation between scoured wool 
and wool in the gréase.. We are,’ however, of the opinion 
that the rates on scotred wool from Albuquerque are ex- 
cessive and that they should be reduced by as much per 
hundred pounds as the reduction in the rates on wool in 
the grease suggested by the Commission, which was 39 
cents. It was said upon the hearing that the reduction in 
the rate on wool in the grease was greater from Las Vegas 
than from Albuquerque and that to apply the same rule 
at Las Vegas would throw out of line these two scouring 
mills. The evidence is not sufficient to enable us to form 
a definite opinion upon this point. We can only say that 
a just relation. should be maintained between all these 
scouring points. 


We are not inclined to interfere with the minima now 
in effect. The witness stated that he could load to the re- 
quired minimum cars of 40 feet and over and he can 
protect himself by ordering cars of that size. 


Carriers Object to Fourth Class Rating. 


4. The Commission held that wool in the territory 
covered by its investigation should be classified as fourth 
class in carloads. To this the carriers strenuously object, 
urging that even if that classification be applied as to 
eastbound traffic it ought not to be applied to westbound. 





oa ea nh the mea eM we was le lc thle CUO, lUwR 





_ X, No. 23 


ry or near 
it of trans- 
where the 
jumption a 
st. One of 
ted at Al- 
complaint 


the grease 
ys into the 
‘tory. The 
m has been 
ool in the 
from Albu- 
prescribed 
from Albu- 
wool in the 
Ibuquerque 
luced. The 
- under the 
9 cents per 
stor of this 
ep rates his 
uld not be 


tly as. wool 
resent car- 
ds for cars 
> for larger 
ill testified 
36-foot car, 
and over in 
uuld not be 


mission. re- 
rest, and it 
n fact com- 
ind shipped 
grease. 

e necessary 
usion as to 
oured wool 
the opinion 
que are ex- 
$ much per 
on wool in 
ich was 39 
eduction in 
1 Las Vegas 
+ Same rule 
wo scouring 
us to form 
ily say that 
n all these 


ninima now 
d to the re- 
and he can 


1g. 


he territory 
das fourth 
yusly object, 
plied as to 
westbound. 





December 7, 1912 


The reason for the objection of the defendants is found in 
the effect upon their water competitive rates. 

As appears from the original opinion, water competi- 
tion between Pacific coast points, like Portland and San 
Francisco, upon the west, and Boston and Philadelphia, 
upon the east, has produced a rail rate of $1 per 100 pounds 
on baled wool. A shipper located at an interior point can 
therefore send his wool to the Boston market by shipping 
it to one of the Pacific Coast terminals and thence re- 
shipping it either by rail or by water to the eastern 
destination. Since the rail rate from the terminal is $1, 
plainly the rate from the interior point cannot exceed $1 
plus the charge from the interior to the terminal and the 
cost of baling. The Commission permitted the defendants 
to disregard the fourth section from the intermediate 
points of origin, provided their rates to the East from 
points affected by water competition were constructed by 
adding the rate to the coast to $1, for a rate on baled wool 
from the interior points, and adding to this 25 cents, which 
is the charge for baling, for the rate on sacked wool. If 
the rate from the coast to the Atlantic seaboard, which is 
now $1, should be changed, of course a corresponding 
change might be made in rates from interior points. 

Under the above holding the rate from the interior 
point to the coast must determine the rail rate from that 
interior point to Boston. In the past the carriers have 
applied from these interior points rates on sacked wool 
which were in many cases equivalent to the second class 
rate and on baled wool rates equivalent to the third class 
rate. If, now, they are required to establish fourth class 
rates, it will result in a reduction of their transcontinental 
rates from those points to which the effect of water com- 
petition extends. 


Local Disadvantage Is a Natural One, 


The Commission recognizes the fact that these lower 
rates from the more distant points are in effect a dis- 
crimination against the intermediate point, which should 
be in every proper way minimized. 

But it finds difficulty in holding that these points 
should be deprived to any extent of the benefit of their 
location. It is the right of a shipper of wool to send his 
commodity on a reasonable rate to the Pacific Coast ter- 
minal and to ship it from there by water to the eastern 
market. If he thereby obtains a lower rate than his com- 
petitor further east it is due to the advantage of the 
locality in which he lives. If these defendants are obliged 
to meet that situation it is a natural disadvantage, from 
which they are not entitled to ask relief. In other words, 
it is the duty of this Commission to prescribe a reasonable 
westbound rate from the point of origin to the point of 
destination and to allow competitive conditions to work 
out the result. 

It was also earnestly insisted by the railroad commis- 
sion for the state of Oregon that woolen mills located in 
the Willamette Valley draw their supplies of wool to a 
considerable extent from interior points, since the kind of 
wool which they could best use is produced there, and it 
was urged that these industries are entitled to demand a 
reasonable rate of transportation. 

We carefully considered this question before announc- 
ing our original conclusion. We have suggested in another 
case relating to the same general subject the third class 
rate for carloads of wool in territory east of the Mississippi 
River, where the loading is necessarily lighter, with a 
minimum of 16,000 pounds. Traugott Schmidt & Sons vs. 
M. C. R. R. Co. 28 I. C. C., 684. We still feel that the 
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fourth class rate, with a minimum of 24,000 pounds, is 
reasonable in the territory covered by our investigation. 
There may be an intermediate territory between this inter- 
mountain country and the Mississippi River where wool 
cannot be loaded as heavy as 24,000 pounds and where 
that would not be an appropriate carload minimum. We 
shall not therefore require these defendants to modify 
their classifications in this respect unless they elect to do 
so, but we shall require that from and within the territory 
embraced in our general investigation and our former 
opinion carriers shall apply to the transportation of wool 
in carloads, both in bales and in sacks, a rate not higher 
than the fourth class rate, with a minimum of 24,000 
pounds for cars 36 feet in length and a corresponding in- 
crease for larger cars. 

Attention was called to several instances in which it 
was claimed that the carriers had not carried out the sug- 
gestions of the opinion, but those relate to individual 
roads, and need not be referred to here. 


Compartment Rule Upheld 
OPINION NO. 2057 
NO. 4244. (25 1. C. C. REP., P. 207.) EDWARD J. JOHN- 
SON VS. ATCHISON, TOPEKA & SANTA FE RAII- 
WAY CO. 


Submitted July 10, 1912. Decided Nov. 11, 1912. 


Defendant’s passenger tariff provided that a single passenger, 
in order to be entitled to occupy a compartment on the 
“California Limited’ train, should have a minimum of one 


and one-half fare tickets. The baggage rule of defendant 


required a full first-class ticket for the carriage of a corpse 
in a baggage car, “in addition to a proper transportation” 
for an attendant. A passenger traveling on this train from 
San Diego, Cal., to Boston, Mass., accompanying a corpse, 
presented a ticket for the compartment, but only one full- 
fare ticket for herself and a full fare for the corpse, and 
was therefore required by the conductor to purchase an 
additional half-fare ticket in order that she might occup 
the compartment; Held, That one of the tickets presenta 
was in compliance with the baggage rule, which left only 
one full-fare ticket for the transportation of the attendant, 
and under the tariff this was not sufficient to entitle the 
attendant to occupy @ compartment on the “California 
Limited.’’ Complaint dismissed. 


_E. J. Johnson for the complainant in person. 

J. M. Coleman and R. Dunlap for defendant. 

Report of the Commission, 
BY THE COMMISSION: 

The complainant, a resident of Boston, Mass., in his 
complaint, filed July 17, 1911, alleges that he was com- 
pelled by the defendant to pay an unreasonable rate of 
fare for the transportation from Los Angeles, Cal., to 
Chicago, Ill., of an attendant who was accompanying the 
body of his deceased son. Reparation is asked. 

Mr. Johnson’s son died near San Diego, Cal., on June 
3, 1910, and complainant engaged a Mrs. Campbell to 
accompany the body to Boston, and paid all the expenses 
incident to her trip. The arrangements for the trans- 
portation of the body and also for the transportation of 
Mrs. Campbell were made by the undertakers. Acting 
on behalf of the complainant, they purchased from the 
defendant at San Diego two first class passenger tickets 
from San Diego to Boston, for which the charge of $157.50 
was exacted. They also purchased a Pullman ticket for 
a compartment to Chicago on the “California Limited,” 
for which they paid $39.50. 

The California Limited was a train having good ap- 
pointments and service and no extra fare was required 
on it, but the following rule was in force: 


A minimum of two whole first-class railroad tickets, either 
one way or round trip, is required for the exclusive use of a 
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drawing-room, and a minimum of one whole and one half first- 
class ticket, either one way or round trip, for the exclusive 
use of a compartment on California Limited trains Nos. 3 and 4. 
The foregoing will apply to passengers purchasing Pullman 
accommodations * * * uring March, April, May and June 
of each year, eastbound. During other portions of the year no 
tra transportation will be required of single occupants of 
rawing-rooms and compartments * * *%. 


At the time the tickets were purchased application 
was made for a berth to Chicago, and complainant al- 
leges that the ticket agent at San Diego said that all 
berth space had been reserved and that the only avail- 
able space was a compartment. It is alleged that it was 
on the strength of this statement that the ticket for the 
compartment was purchased. Apparently the parties ap 
plying for the space knew of the rule with reference to 
the occupancy of compartments and drawing rooms on 
the California Limited, because it is conceded by de- 
fendant that they inquired of the ticket agent whether 
the ticket for the dead body would be taken into con- 
sideration in connection with the application of the rule, 
and they were told by him that it would be. 


Mrs. Campbell took the California Limited, known as 
No. 4, leaving Los Angeles at 10 a. m., June 6, 1910. 
When the conductor examined her tickets he called her 
attention to the rule, refused to honor the ticket for the 
corpse as counting on the transportation necessary to 
entitle her to occupy the compartment, and required her 
to purchase an additional half-fare ticket to Chicago on 
the arrival of the train at Pasadena. The half-fare ticket 
cost $29.90, nd this action was brought to recover that 
amount. 

Defendant concedes that the ticket agent at San 
Diego told the representative of complainant that the 
ticket for the corpse would be taken into account in 
applying the rule concerning the fares necessary to en- 
title a single person to occupy a compartment. This fea- 
ture of the case is similar to the oft-occurring misquota- 
tion of rates by carriers, and it is well settled by the 
decisions of the Commission and the courts, including 
the Supreme Court of the United States, that the terms 
of the tariffs filed and published at the time of trans- 
portation are the sole guide in the assessing of trans- 
portation charges, under the provisions of the interstate 
commerce act. 

An examination of the tariffs of defendant in effect 
at the time in question shows a provision as follows: 


Sub, 15. General Rules Regarding Handling of Corpses. 

1. A corpse of a person of any age, if accompanied by a 
person in charge holding the usual certificate from a physician 
or Board of ealth, will be accepted for transportation in 

e car, provided the person in charge offers one full first- 


class ticket for the carriage of the corpse in addition to a proper 
transportation for his own passage. 


This baggage rule governing the transportation of 
corpses must be read in conjunction with the provisions 
before quoted from the tariff as to compartments on the 
California Limited, and the conclusion is inevitable that 
the attendant of a corpse should pay a fare and a half 
in addition to the ticket required for the corpse if said 
attendant desires to occupy alone a compartment on said 
train. It is our conclusion, therefore, that one of the 
tickets presented was in compliance with this baggage 
rule, and that this left only one ticket which could be 
considered as presented for the passage of the attendant, 
and this one ticket, under the tariffs, was not sufficient 
to entitle the attendant to occupy a compartment, and 
‘that the additional half fare was the lawful requirement 
of said tariffs. The complaint will therefore be dismissed. 
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ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


Tariff Limited the Allowance 


OPINION NO. 2058 
NO. 4580. (25 I C. C. REP., P. 210.) MILLARD P. 
RYLEY VS. WABASH RAILROAD CO. 
NO, 4580 (SUB-NO. 1). GLOBE ELEVATOR CO. VS. 
SAMB. 
Submitted May 20, 1912. Decided November 11, 1912. 


Complainants seek reparation at a rate of a quarter of a cent 
per bushel for elevation allowance on certain cars of grain 
elevated by them at Black Rock, N. Y. Defendant’s tariffs 
did not provide for such allowance at Black Rock, and 
their refusal to pay the same was not discriminatory or 
otherwise in violation of the law. Complaints dismissed. 


David Grant for complainants. 
William L. Marcy for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

The complainant, Millard P. Ryley, was operating the 
International Elevator at Black Rock, N. Y., during the 
months of December, 1907, and January, 1908. Subse- 
quently, and until July 14, 1908, the same elevator was 
operated by complainant Globe Elevator Co. In their 
petitions, filed Dec. 5, 1911, the complainants allege that 
during the time they were operating the elevator as 
aforesaid certain carloads of grain were elevated and 
weighed in the elevator; that for the service of elevat- 
ing this grain complainants were entitled to receive an 
allowance of one-fourth cent per bushel; and that de- 
fendant refuses to make payment of the amount due for 
such elevation, for which reparation is sought. The 
claims were first filed with the Commission May 28, 1909. 

The International Elevator is located on a spur con- 
necting with the tracks of the Grand Trunk Railway at 
Black Rock, N. Y., and the Wabash Railroad ‘has track- 
age rights over the spur, which enables it to reach the 
elevator with its own power. Complainant Ryley, during 
January, 1908, elevated 12 carloads of grain, aggregating 
13,886.22 bushels, which arrived over the Wabash Rail- 
road, and on which he claims an allowance of one-fourth 
of a cent per bushel, amounting to the sum of $34.72. 
During the period from Feb. 26 to July 14, 1908, the 
Globe Elevator Co. handled 31 carloads of grain, likewise 
originating on the Wabash Railroad, aggregating 42, 
174.77 bushels, on which an allowance of one-fourth cent 
per bushel, amounting to the sum of $105.46, is claimed. 

A tariff of the Wabash Railroad, effective March 13, 
1907, in so far as it is here material, provided as follows: 


To expedite the movement and to secure the prompt release 
and return of equipment, an allowance of one-fourth cent per 
bushel will be made by the Wabash R. R. for the service on 
grain in carloads transferred or unloaded by the elevators at 
Buffalo, N. Y., Detroit, Mich., and Toledo, Ohio, subject to the 
following conditions: : 
© 


* - oa * * . * 7 . a ae 

2. No allowance will be made when more than forty-eight 
hours elapse batwsen the time of delivery of loads by the 
Wabash R. R. to the elevator of connecting lines and the re- 


lease and return of the empty to the Wabash R. R. * 
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This tariff, which made no provision whatever for 
an allowance at Black Rock, was canceled by a tariff 
effective Feb. 14, 1909, in which no provision was made 
for an elevation allowance either at Buffalo or at Black 
Rock, and there is at this time no provision for such 
an allowance at those points. Im fact, at no time from 
1906 down to the present has there been any provision 
for an allowance for elevation at Black Rock. Further- 
more, while the cars were promptly unloaded after re- 
ceipt, complainants admit that they were immediately 
loaded out with grain destined to the East and Southeast 
over the lines of carriers other than the Wabash, and 
were not returned to the defendant empty in compliance 
with the conditions upon which the allowance was made 
at Buffalo, namely, “the prompt release and return 
(empty) of equipment.” It is true the reloaded cars 
were delivered to the defendant for a switching move- 
ment to the eastern carrier, but this did not constitute 


.a release of the equipment nor put that company in 


possession of available empty cars, as contemplated by 
the tariff conditions governing the allowance at Buffalo. 

Complainants base their claim for an allowance upon 
the holding of the Commission with reference to the rea- 
sonableness of a 48-hour time limit on the return of 
empty cars in Nebraska-Iowa Grain Co. vs. U. P. R. R. 
Co., 15 I. C. C., 90, 101, but the holding in that case is 
not applicable here. 

Upon the facts of record we do not find the refusal 
of defendant to make an allowance for elevation of the 
shipments in question to have been unduly discrimina- 
tory or otherwise in violation of the law. Complainants 
are not entitled to recovery, and an order of dismissal 
will be accordingly entered. 


Old Rate for Auto Shield Frames 


OPINION NO. 2059 

NO. 4542. (25 1. C. C, REP., P. 212.) HOLCKER-ELBERG 
MANUFACTURING CO.,' VS. CHICAGO, ROCK 
ISLAND & PACIFIC RAILWAY CO. ET AL. 


Submitted Sept. 1, 1912. Decided Nov. 11, 1912. 


The advance in the rate for the transportation of automobile 
wind-shield frames from Joliet, Ill., to Dallas, Tex., not 
having been justified by the carriers; Held, That the ad- 
vanced rate is unjust and unreasonable in so far as it ex- 


ceeds the rate in effect prior to said advance. Reparation 
awarded. 


Ferd Relgen for complainant. 
Fred Smith for defendants. 


Report of the Commission. 
BY THE COMMISSION: 

The complainant is a corporation having its principal 
place of business at Kansas City, Mo., with a branch at 
Dallas, Tex. By its petition, filed Nov. 6, 1911, it alleges 
that the rate and classification applied to the transporta- 
tion of a shipment of automobile wind-shield frames from 
Joliet, Ill, to Dallas, Tex., was unreasonable. Reparation 
is asked, 

March 13, 1911, the compainant caused to be shipped 
from Joliet to Dallas 16 boxes of automobile wind-shield 
frames weighing 1,550 pounds, upon which the defendants 
charged a rate of $3.34 per 100 pounds, or a total sum of 
$51.77. This rate complainant alleges was unreasonable 
and excessive to the extent that it exceeded a rate of $1.67 
per 100 pounds. 


Automobile wind-shield frames consist essentially of 
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frames for supporting plate glass, made of brass tubing 
and channeling, polished and sometimes have ornamentai 
fillers of valuable woods. Wind-shield frames, boxed as 
this shipment was, occupy the same cubic space as boxed 
wind shields, though they, of course, weigh less. 

Prior to October 1, 1910, self-propelling vehicle parts 
of metal, not otherwise specified, when boxed or crated, 
were rated at first class under the western classification; 
and the automobile wind-shield frames here involved, prior 
to that date, would have been transported from Joliet, Ill, 
to Dallas, Tex., at the first-class rate of $1.67 per 100 
pounds. Effective on that date the defendants increased 


the rate on such shipments 100 per cent by a change in 
the classification, 


Section 15 of the Act to regulate commerce, as amend- 
ed June 18, 1910, places the burden of proof upon the car- 
rier to show the justice and reasonableness of any rate in- 
creased after Jan. 1, 1910, and while testimony tending 
to establish the reasonableness of this increased rate was 
produced in behalf of the defendants, we do not think that 
a rate yielding a revenue of 6 cents per ton-mile for such 


a long haul can be held to be reasonable on the showing 
made. 


Upon the record we are of the opinion, and find, that 
the rate of $3.34 charged for the transportation of com- 
piainant’s shipment as hereinbefore set forth was unrea- 
sonable to the extent that it exceeded $1.67, and defend- 
ants will be required to maintain a rate for the future 
upon the traffic in question not in excess of that amount. 
We further find that complainant made the shipment de- 
scribed in the foregoing statement of facts and paid 
charges thereon at the rate herein found to have been un- 
reasonable; that it has been damaged to the extent of the 
difference between the amount paid at the rate of $3.34 
and the amount it would have paid at the rate of $1.67, 
hereinbefore found reasonable; and that complainant its 
therefore entitled to reparation in the sum of $25.88, with 


interest from March 22, 1911. An order will be entered 
accordingly. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, on 
the date hereof, made and filed a report containing its find- 
ings of fact and conclusions thereon, which said report is 
hereby referred to and made a part hereof: 


It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed to pay unto 
complainant, Holcker-Elberg Manufacturing Co., on or be- 
fore the 15th day of January, 1913, the sum of $25.88, with, 
interest thereon at the rate of 6 per cent per annum from 
March 22, 1911, as reparation for an unreasonable rate 
charged for the transportation of 1,550 pounds of auto- 
mobile wind-shield frames from Joliet, Ill., to Dallas, Tex., 
which rate so charged has been found to have been un- 
reasonable, as more fully and at large appears in and by 
said report of the Commission. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to cease and desist, 
on or before the 15th day of January, 1913, and for a 
period of two years thereafter to abstain, from charging, 
demanding, collecting, or receiving their present rate for 
the transportation of automobile wind-shield frames, when 
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boxed or crated, in less than carloads from Joliet, Ill, to 
Dallas, Tex, 

And it is further ordered, That said defendants be, 
and they are hereby, notified and required to establish, on 
or before the 15th day of January, 1913, upon notice to the 
Interstate Commerce Commission and the general public 
by not less than five days’ filing and posting in the manner 
prescribed in Section 6 of the Act to regulate commerce, 
and for a period of two years after the said 15th day of 
January, 1913, to maintain, and apply to the transporta- 
tion of automobile wind-shield frames, when boxed or 
crated, in less than carloads from Joliet, Ill., to Dalias, 
Tex., a rate not in excess of the first-class rate contempo- 
raneously in effect over its line from said Joliet to said 
Dallas. 


Shippers Entitled to Know Rates 

OPINION NO. 2050 

NO. 4264. (25 1. C. C. REP., P. 174.) M. W. THOMPSON 

VS. ATCHISON, TOPEKA & SANTA FE RAILWAY 
CO. ET AL. 


Submitted Sept. 15, 1912. Decided Oct. 7, 1912. 

Charges assessed for the transportation of apples in carloads 
from Espanola, N. M:, to various points in Arizona and 
California were, in the absence of joint through rates, based 
on the sums of the intermediate rates, which were subject 
to varying minima; Held, That the charges were, in each 
instance, unjust and unreasonable to the extent they ex- 
ceeded the charges that would have accrued under a joint 
through rate of 80 cents, subject to a carload minimum of 
30,000 pounds, which rate is prescribed for 
Reparation awarded. 


F. A. Jones for complainant. 

E. W. Camp for Atchison, Topeka & Santa Fe Railway 
Co. and Santa Fe, Prescott & Phoenix Railway Co. 

Eugene Fox and W. A. Hawkins for El Paso & South- 
western system. 

E. W. Clapp and H. C. Hallmark for Southern Pacific 


the future. 


Co, 
Report of the Commission, 
BY THE COMMISSION: 

Complainant is engaged at Espanola, N. M., in the 
growing and shipping of apples. By petition, filed June 
20, 1911, he alleges that he has been subjected by defend- 
ants to the payment of unjust and unreasonable rates 
for the transportation of apples from Espanola to various 
points in Arizona and California, and to the exaction of 
excessive demurrage charges on the same. It is further 
alleged that the defendants discriminate against com- 
plainant by reason of their failure to extend certain de- 
sired diversion and stoppage-in-transit privileges to the 
traffic in question. Reparation and the establishment of 
reasonable joint through rates fer the future are sought. 

Espanola is a local station situated on a branch nar- 
row-gauge line of the Denver & Rio Grande Railroad 33 
miles north of Santa Fe, N. M., the junction point between 
the latter line and the Atchison, Topeka & Santa Fe Rail- 
way. The product of the orchards in and about Espanola 
move in part to markets in Arizona, such as Holbrook, 
Flagstaff, Winslow, Phoenix and Prescott, also to Needles, 
Cal. Traffic to such points moves via Santa Fe, and lading 
must be transferred at that point from narrow to broad 
gauge equipment. 

On Oct. 27 and 28, 1910, complainant delivered to 
the Denver & Rio Grande Railroad Co. at Espanola 3,190 
boxes of apples for shipment to various points in Arizona; 
he was in each instance the consignee, and it is impor 
tant to note that on each shipment a through bill of 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 








Vol. X, No. 23 


lading was issued by the originating carrier. Some of 
the shipments were reshipped from the first point of 
destination. The details of the shipments, stops, diver. 
sions, freight and demurrage charges assessed thereon, 


out of which the claim for reparation grows, are ag fol- 
lows: 


On Oct. 28, 1910, one carload of 588 boxes of apples, 
weighing 29.400 pounds, moved via Denver & Rio Grande 
Railroad to Santa Fe, thence Atchison, Topeka & Santa Fe 
Railway to Prescott, Ariz. Charges to the destination 
hamed were assessed in the sum of $330.75, based on a 
rate of 15 cents per 100 pounds, Espanola to Santa Fe, 
plus 97% cents, Santa Fe to Prescott, in addition to which 
demurrage charges in the sum of $35 were collected for 
detention at Prescott. The car was partly unloaded at 
Prescott and on Dec. 21, 1910, the remainder, consisting 
of 320 boxes, was reshipped in the same car to Phoenix; 
for the latter transportation charges in the sum of $67.20 
were assessed, based on a rate of 28 cents, minimum 
weight 24,000, to which was added $2 for demurrage. 

Oct. 27, 1910, 588 boxes, weighing 29,400 pounds, 
moved via Denver & Rio Grande Railroad and Santa Fe 
Railway to Winslow, Ariz. Freight charges in the total 
sum of $270.26 and demurrage charges in the sum of $31 
were collected at Winslow, the freight charges being 
assessed upon the following basis: 





Espanola to Santa Fe, 29,400 peente. at 15 cents......... $ 44.10 
Santa Fe to Albuquerque, 30,000 pounds, at 29 cents...... 87.00 
Albuquerque to Winslow, 28,400 pounds, at 49 cents..... 139.16 

ND inc bémdeis Ne ied om art B46 ants aeesecene es tateraeevns $270.26 


Jan, 3, 1911, the car, without transfer of contents, was 
reshipped under new bill of lading from Winslow to 
Phoenix, where charges in the total sum of $193.72 were 
assessed, based upon a combination freight rate of 58 
cents, applied to a weight of 28,400 pounds, amounting 
to $164.72. After the $3 demurrage had been paid at 
Winslow, a further charge of $18 accrued which followed 
the shipment to Phoenix, and was there collected, to- 
gether with an additional.$11 accruing at the latter place. 


Oct. 27, 1910, two lots, one of 499 boxes, weighing 
24,950 pounds, and one of 132 boxes, weighing 6,600 pounds. 
A separate bill of lading, consigning same to complainant 
at Holbrook, Ariz., was issued for each lot, but as evidence 
of the fact that the two lots were considered as but one 
shipment, delivered at the same time, the two Dills of 
lading each bore reference to the other lot. The lots 
moved in separate cars from Espanola to Santa Fe, but 
were there consolidated in one car and moved as one 
shipment from Santa Fe to Holbrook, where charges in 
the total sum of $275.11 were assessed, based as follows: 


Espanola to Santa Fe— 





24,950 pounds, at 15 centsS.......ccesecevees $37.43 
6,600 pounds, at 25% cents (less-than-car- 
DOD a é6 FSi es oo cd Wb ened 0.902 0066 v6 08 
$ 54.26 
Santa Fe to Holbrook, 31,550 pounds, at 70 cents........ 220.85 
RUE 066 0.668 8ad ese he chk ets vubsshedeb eat eethicstécescue $275.11 


Oct. 28, 1910, two lots; one of 518 boxes, weighing 
25,900 pounds, and another of 156 boxes, weighing 7,800 
pounds. A separate bill of lading, consigning same to 
complainant at Flagstaff, Ariz., was issued for each lot, 
but as evidence of the fact that the two lots were cot- 
sidered as but one shipment, the respective bills of lading 
each bore reference to the other lot. The lots moved in 
separate cars to Santa Fe, but were there consolidated 
in one car and moved as one shipment from Santa Fe 
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December 7, 1912 


to Flagstaff, where charges in the sum of $326.89 were 
assessed, based as follows: 

Santa Fi 
EDT EEe PUN, Oh 16 eemtaes 6035. fiii0izi- $38.85 


7,800 pounds, at 25% cents (less-than-car- 
LOAM TATE) ...ccccccccsccccvcvcccecerscsecs 19.89 


Santa Fe to Flagstaff, 33,700 pounds, at 82 cents....... 276.34 
Tate ce wing bak 60 00d ROC CRCOREC OED Coe CEE eeegeesees $335.08 


Subsequently the defendants corrected the basis of 
the charges from Espanola to Santa Fe by applying the 
carload rate of 15 cents upon the 7,800-pound lot, and 
refunded to the complainant $8.19. On Dec. 1, 1910, the 
car, without transfer of lading, was reshipped to Needles, 
Cal., under a new bill of lading providing for stop-off at 
Kingman Ariz. At the latter place part of the shipment 
was unloaded and the car then sent on to Needles, where 
charges. for the transportation from Flagstaff to Needles 
were collected in the sum of $136.43, based on a rate of 
29 cents, upon a weight of 33,700 pounds, plus $5 charge 
for stop-off. 


Oct. 28, 1910, two lots; one of 509 boxes, weighing 
25,450 pounds; another of 200 boxes, weighing 10,000 
pounds. A separate bill of lading, consigning the property 
to complainant at Phoenix, was issued for each lot, but 
as evidence that the two lots were considered as but 
one shipment, the respective bills of lading each bore 
reference to the other lot. The two lots moved in sep 
arate cars to Santa Fe, where they were consolidated and 
sent forward to Phoenix in one car. Charges were origi- 
nally assessed in the sum of $487.31; subsequently the 
carriers refunded on the shipment on account of over- 
charge $56.72, leaving the net charges collected and re- 
tained $430.59, based as follows: 


Espanola to Santa Fe— 











509 boxes, 25,450 pounds, at 15 cents...... $38.18 
200 boxes, 10,000 pounds, at 25% cents (less- 
than-carload rate) ..cscccccvecccccscscese 25.50 
$ 63.68 
Santa Fe to Peoria, Ariz., 709 boxes, 35,450 pounds, 
OE OTS CUR akc ce vcdccccccccdepecccsccececceteencsé 345.64 
Peoria to Phoenix, 709 boxes, 35,450 pounds, at 6 
CO Tics coches abhcady ee ans eubaes cede suns contineesyn ee ue 21.27 
TOOK . enced udssdvcee cekened tuts drecesncsdusheséeeehreees $430.59 


The complainant states that defendants were in sev- 
eral cases unable to quote or ascertain the rates applicable 
to the movement of the shipments and contends that the 
intermediate rates with their varying minima resulted in 
excessive and unreasonable charges, in comparison with 
the through rates and resulting charge which would accrue 
on similar shipments from Colorado common points, from 
which points joint through-rates with fixed and uniform 
minima apply to the respective points of destination and 
to California points as well. The petition cites a tariff 
issued by Agent Countiss and also an exception sheet 
published by the Pacific Freight Bureau, which schedules 
apply on classes and commodities from points in Colorado 
to the respective points of destination here involved and 
to California points. He uses class C rate of 70 cents, 
minimum weight 24,000 pounds, as a basis for asserting 
that 70 cents would have been a reasonable rate for the 
service here in question. However, the tariff is not gov- 
erned by the exception sheet referred to in connection 
therewith, but by the Western Classification instead, which 
rates apples in carloads at fifth class. The fifth class 
rate from Chicago points to the points of destination here 
involved is $1.12, subject to a minimum of 24,000 pounds, 
which basis would result in higher charges than were 
actually paid. 


~ 
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Variations in Minima—Loading Capacity. 


The minima prescribed in the tariffs of defendants 
upon the movement of apples in this section of the coun- 
try do vary considerably. We find, for instance, rates 
named upon minima of 16,000, 20,000, 24,000, 25,000 and 
up to 30,000 pounds; but it would appear that some of the 
lower minima are prescribed in connection with relatively 
high local rates. It is evident from the record that the 
narrow-gauge equipment of the Denver & Rio Grande Rail- 
road will readily load to the 24,000-pound minimum, and 
that no difficulty is experienced in loading the standard- 
gauge equipment with 30,000 pounds or more’ 

The demurrage charges are alleged to be excessive 
and to result in part from the inability of defendants 
to promptly ascertain and apply the proper freight rate. 
However, it would seem that complainant went in person 
to most of the points of destination for the purpose of 
selling the apples, and, failing to find a good market, left 
the apples in the car until he could dispose of them or 
reship them to some other place for final disposition. 
Thus the carriers’ equipment was really used for storage 
purposes. We cannot find that the demurrage charge of 


$1 per day was, under these circumstances, excessive or 
unreasonable. 


Rule That Standard Gauge Minimum Governs Narrow- 
Gauge Transfer. 


Since this complaint was filed the defendants have 
published and now maintain a joint commodity rate of 
80 cents, minimum weight 30,000 pounds, applicable te 
the destinations in question from all points of shipment 
designated in the tariff as taking group J rates. This 
group includes about 629 points of origin in Colorado, 222 
in New Mexico and 17 in Wyoming. Among the Colorado 
shipping points named we find the rate applicable from 
Monarch, Colo. The record does not disclose whether any 
apples originate at Monarch, but it is a local station on a 
narrow-gauge branch of the Denver & Rio Grande Rail- 
road, and that carrier is a party to the tariff. It would 
appear that shipments moving therefrom to points .on 
the Santa Fe in Arizona might move via the narrow-gauge 
tracks to Santa Fe for transfer to standard gauge. How- 
ever this may be, it is evident that shipments originating 
at Monarch would necessarily pass over narrow-gauge 
rails via part of the route. The tariff in question contains 
a rule (No. 5) which provides: 

When necessary to transfer freight from broad to narrow 
gauge cars, or vice versa, minimum carload weight will be as 


provided herein for standard-gauge cars, regardless of the num- 


ber of narrow-gauge cars that may be necessary to transport 
the shipment. 


The facts of record, as above stated, show that the 
Denver & Rio Grande Railroad in three instances charged 
the less-than-carload rating on part-lot shipments from 
Espanola to Santa Fe, a distance of 33 miles, and that 
in each instance the entire shipment was consolidated at 
Santa Fe and loaded into standard-gauge equipment in 
which it was transported to ultimate destination. It is 
true that separate bills of lading were issued for the 
car lot and part-car lot haul over the narrow-gauge haul 
of the Denver & Rio Grande, but whether this was re- 
quired by the carrier or was due to misapprehension of 
the shipper, is not disclosed. The complainant testified, 
however, that he was told by the agent at Espanola that 
he could load one car to its full capacity and if the mini- 
mum were not reached he could put the balance in an- 
other car regardless of the number of boxes. 
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Complainant estimates that, barring accident, the 
apple crop at Espanola will make about 100 cars this year, 
of which his proportion would be 20 to 40 cars. We think 
complainant and other shippers at Espanola are entitled 
to joint through rates and an established basis of rates 
‘and minima from which the transportation charge to any 
probable point of shipment can be readily ascertained. 

Upon consideration of the whole record we are of 
opinion and find, that the charges complained of were 
unjust and unreasonable to the extent they exceeded the 
charges which would have accrued upon basis of a rate 
of 80 cents from Espanola to the respective points of 
destination, applied to a minimum of 30,000 pounds, which 
rate and minimum will be prescribed for the future, sub- 
ject to a requirement of the character stated in Rule 5, 
quoted above. We further find that complainant made 
the shipments as recited in the foregoing statement of 
fact; that he paid charges thereon in the several sums 
stated; that said charges were unreasonable; that he has 
been damaged to the extent of the difference between the 
amounts so paid and the amounts which he would have 
paid upon basis of the rate and minimum herein found 
reasonable; and that he is, therefore, entitled to an award 
of reparation in the sum of $348, with interest from Dec. 
20, 1910. An order will be entered accordingly. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That defendants the Denver & Rio 
Grande Railroad Co., the Atchison, Topeka & Santa Fe 
Railway Co., and Santa Fe, Prescott & Phoenix Railway 
Co. be, and they are hereby, authorized and directed, to 
pay unto complainant, M. M. Thompson, on or before 
the 15th day of January, 1913, the sum of $348, with in- 
terest thereon at the rate of 6 per cent per annum from 
the 20th day of December, 1910, as reparation for unrea- 
sonable charges exacted for the transportation of certain 
shipments of apples in carloads from Espanola, N. M., to 
Prescott, Phoenix, Winslow, Holbrook and Flagstaff, in 
the state of Arizona, which charges, so exacted, have been 
found to have been unreasonable, as more fully and at 
large appears in and by said report of the Commission. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to cease and desist, 
on or before the’15th day of January, 1913, from charging, 
demanding, collecting or receiving their present rates for 
the transportation of apples in carloads from Espanola, 
N. M., to Prescott, Phoenix, Winslow, Holbrook and Flag- 
staff, in the state of Arizona. 

And it is further ordered, That said defendants be, 
and they are hereby, notified and required to establish, 
on or before the 15th day of January, 1913, upon notice 
to the Interstate Commerce Commission and the general 
public by not less than five days’ filing and posting in 
the manner prescribed in section 6 of the Act to regulate 
commerce and for a period of two years after the said 
15th day of January, 1913, to maintain, and apply to the 
transportation of apples in carloads from Espanola, N. M., 
to Prescott, Phoenix, Winslow, Holbrook and Flagstaff, in 
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the state of Arizona, a rate not in excess of 80 cents per 
100 pounds, subject to a minimum carload weight of 30,000 
pounds, and subject further to a tariff provision providing 
that when it shall be necessary, in the transportation of 
apples from and to the points aforesaid, to transfer such 
apples from narrow-gauge cars to standard-gauge cars, or 
vice versa, the minimum carload weight of 30,000 pounds, 
herein directed to be established, shall be applied degard- 
less of the number of narrow-gauge cars necessarily em- 
ployed to transport the shipment over any portion of the 
route where such narrow-gauge equipment shall be used. 


Rule Should Extend to L. C. L. Rates 


OPINION NO. 2060 
NO. 4533. (25 LC. C. REP., P, 214.) J. W. WRIGHT & 
CO. VS. VANDALIA RAILROAD CO. 
Submitted June 27, 1912. Decided Nov. 11, 1912. 


Charges collected for the transportation of a less-than-carload 
shipment of machinery from Greenville, Ill., to St. Louis, 
Mo., found to have been unreasonable. Reparation awarded. 
C. H. Rodehaver for complainant. 


S. W. Fordyce, Jr., for defendant. 


Report of the Commission. 
BY THE COMMISSION: 

Complainants are a copartnership dealing in ma- 
chinery, with place of business at St. Louis, Mo. By 
petition, filed Oct. 30, 1911, it is alleged that defendant 
assessed unreasonable and excessive charges for the 
transportation of a less-than-carload shipment of ma- 
chinery from Greenville, Ill, to St. Louis, Mo. Repara- 
tion is asked. 

Nov. 3, 1909, there was shipped from Greenville to 
the complainant, one lathe “set up,” with one box at- 
tached, upon which the defendant collected freight 
charges in the sum of $8.42, based upon a weight of 
3,200 pounds and the first-class rate of 26.3 cents per 
100 pounds. The shipment was governed by [Illinois 
classification, which provides for machines and machinery 
in less than carloads as follows: 


Machines and machinery, not otherwise specified, set up, 
first class. 

Machines, machinery or mills, heavy, weighing 2 tons or 
over (actual weight), to each complete machine or mill (if hav- 
ing connections and detachable parts, same to be removed from 
frame of machine or mill and boxed), third class. 


The third-class rate from Greenville to St. Louis was 
18.8 cents, and had the shipment weighed 2 tons, or 
4,000 pounds, the charges under the item last above 
quoted would have been $7.52, or 90 cents less than was 
assessed. Rule 12 of the classification provided: 


A smaller quantity of freight shall not be charged a greater 
sum than a larger quantity; for instance, the charge for 120 
barrels of flour, less than carload, shall not be greater than for 
125 barrels, carload. In no case shall the charge for a consign- 
ment of freight (shipped at one time by one shipper to one 
consignee and destination) be greater when taken at actual or 
estimated weight and less-than-carload rate, than on basis of 
earload weight and rate, nor shall the charge for a full carload 
on basis of carload weight and rate exceed the charge on basis 
of actual or estimated weight and less-than-carload rate. 

Complainant contends that the application of a higher 
aggregate charge upon a shipment of 3,200 pounds than 
upon a shipment of 4,000 pounds is unjust and unreason- 
able. This, defendant resigts, and relying upon the strict 
interpretation of the rule, claims that it only prevents the 
application of a higher charge upon less than carloads 
than upon carloads of the same commodity. Under the 
rule as it is, the position of defendant seems sound, but 


the rule is unreasonable in that it does not extend the 
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principle to less-than-carload shipments, when, as here, 
there are two or more rates dependent upon the quantity 
shipped. 

Considering all the facts and circumstances, we are 
of the opinion and find that the charges collected for the 
transportation of this shipment were unreasonable to the 
extent that they exceeded $7.52. We further find that 
complainants received the shipment herein described 
and paid the charges thereon in the amount herein found 
unreasonable; that they have been damaged to the extent 
of the difference between the amount which they did pay 
and the amount which they would have paid had the 
charges herein found reasonable been applied; and that 
they are entitled to an award of reparation in the sum 
of 90 cents, with interest from Jan. 7, 1910. An order 
will be entered accordingly. 





. 


ORDER. 


This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof: 

It is ordered, That the above-named defendant be, 
and it is hereby, authorized and directed to pay unto 
complainant, J. W. Wright & Co., on or before the 15th 
day of January, 1913, the sum of 90 cents, with interest 
thereon at the rate of 6 per cent per annum from Jan. 
7, 1910, as reparation for unreasonable charges exacted 
for the transportation of less-than-carload shipment of 
machinery from Greenville, Ill., to St. Louis, Mo., which 
charges so exacted have been found to have been unrea- 
sonable, as more fully and at large appears in and by 
said report of the Commission. 

It is further ordered, That the above-named defend- 
ant be, and it is hereby, notified and required to estab- 
lish, on or before the 15th day of January, 1913, upon 
notice to the Interstate Commerce Commission and the 
general public by not less than 5 days’ filing and posting 
in the manner prescribed in section 6 of the Act to regu- 
late commerce, and for a period of two years after said 
15th day of January, 1913, to maintain and apply in 
connection with the rates for the transportation of ma- 
chinery in less than carloads from Greenville, Ill., to St. 
Louis, Mo., a rule to the effect that where there are two 
or more rates dependent upon the quantity of machinery 
shipped, the charges upon a smaller quantity shall not 


exceed the charges upon a larger quantity of the same 
commodity. 





. 


Decides Galveston Case 
THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 
The Commission, in its decision handed down by 
Chairman Prouty in the case of the Galveston Commercial 
Association et al. against the Atchison, Topeka & Santa 
Fe, while it has announced its conclusions in the matter, 
has failed to make any order, simply contenting itself 
by saying that the carriers will be expected to amend 


their demurrage rules in accordance with the conclusions 
arrived at. 
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Briefly stated, the points at issue were three in num- 
ber, whether the defendants have the right to issue 
through bills of lading for the handling of export traffic 
through other ports of export while failing to do so at 
Galveston, and grew out of the determination of the rail- 
ways carrying this traffic that, after a certain named date, 
they would issue no through bills of lading via the port 
of Galveston unless the ship agent or the vessel would 
agree to pay whatever demurrage charges might accrue 
under a demurage rule which they had put in effect to 
fix a period of five days in case of cotton, during which 
time it might be stored free in the car before unloading, 
at the expiration of which time they would be expected 
to pay a charge of $1 per day. 

The Commission holds that, while it is admitted that 
it is important to cotton shippers and growers in Texas 
that through bills of lading should be issued, yet the 
Commission has no jurisdiction to compel their issue, nor 
to prescribe the terms and conditions upon which they 
shall issue, since it has no jurisdiction over the water 
carriers. 

It is further held that it is not unreasonable that 
the carrier should be required to ascertain, before it re- 
ceives any cotton for Galveston, whether there will be 
facilities there for its export, as this is a matter which 
the cotton growers and shippers cannot regulate to any 
degree. 

Reparation has been denied, but, as stated above, the 


carriers will be required to modify their demurrage rules 
and give at least six days’ free time. 





Pittsburg May Intervene 





The Commission, by order of November 25, allows 
the Pittsburgh Produce Trade Association to intervene 
in the case of the Waverly Oil Works Co. vs. Pennsylvania 
Railroad Co. et al. (Case No. 4851). 

The Commission, by order of November 27, allows the 
Standard Iron Co. to intervene in the case of Schloss- 
Sheffield Iron Co. et al. vs. L. & N. R. R. Co. et al. (Case 
No. 4800). 

The Commission, by order of November 12, grants the 
petition of the Southern Railway Co. for rehearing in the 
case of the Holland-Blow Stave Co. vs. Atlantic Coast Line 
Railroad Co. et al. (Case No. 3694). 


Table of Commodities 





Secretary Marble of the Interstate Commerce Com- 
mission has just printed, for the use of the office, a 
“Table of Commodities” in the opinions of the Commis- 
sion, prepared under the direction of Henry Talbott of 
the Index Division. 

This pamphlet embraces all the cases disposed of 
since the Hepburn Act of 1906, including Unreported Rep 
aration and Memorandum cases in Volumes 12 to 23, in- 
clusive, giving the opinion numbers of the pamphlet edi- 
tion, as well as citing volume and page; 2,800 cases in 
all, with above 4,000 citations and 1,500 titles. 

It can be procured from the superintendent of public 
documents of the Government Printing Office, or The 
Traffic Service Bureau, 418 South Market street, Chicago, 
for fifteen cents. 
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FORUM 


THE TRAFFIC WORLD has eStablished this department for the use of its patrons in the discussion 
of live topics of any of the various kinds which the progressive business man interested in transportation 
problems, whether as manager or clerk, has to consider. it is impossible to enumerate these subjects 
here, partly for the reason that those upon which the most instructive discussion can be had are those 
that are coming up every day as new matter. But there are also many new angles to old subjects, 
new ways of performing an old job, new fields for the traffic men to explore, new lines in which the individ- 
ual may develop himself and assist his fellow-worker in the development of the profession, and suggestions 
er queries on all sorts of traffic matters. THE TRAFFIC WORLD will welcome communications telling 
about, or wanting to know about, any of the problems or practices ordinarily coming within the scope of 
the traffic man’s work in detail or in its broadest sense. 





Dignity and Importance of Modern Solicitation 





Previous to the year 1904 solicitation was very largely 
a subject of dollars and cents, particularly in connection 
with carload consignments. The true and dignified func- 
tions of the judicious solicitor were therefore subordinate, 
and naturally so, to the influence of rebates. These con- 
cessions invariably controlled large lines of traffic. Hap- 
pily these days of demoralized rates have long since passed 
away, possibly never again to return. 

For obvious reasons much of this traffic has remained 
with those lines that controlled the business during periods 
of instability, yet portions of this business, which is now 
more susceptible for solicitation, are currently and even 
eagerly sought for. Other large lines of traffic, particularly 
dry goods, by virtue of service and also location, are yet 
controlled to particular rails. These consignments, it will 
be admitted, have been retained and zealously guarded for 
many years past by the interested roads, whose aim it is 
to retain by satisfactory service this valuable and con- 
stantly increasing business. 

There may be, and no doubt are, other lines of traffic, 
such as coal, coke, etc., which are controlled to certain 
rails without the current aid of solicitation, yet, in con- 
nection with the innumerable shipments that are susceptible 
to control by service and the attention of the solicitor, 
the latter is now a dignified and important factor in freight 
traffic conditions. 

In this modern and correct environment, the success- 
ful solicitor must be endowed with attributes of a high 
character. Prominent among these must be address and 
tact. All solicitors cannot be equally attractive and per- 
suasive, yet it is possible that they may be appareled 
neatly and attractively, the Shakesperean suggestion, 
“Costly thy habit as thy purse can buy, but not expressed 
in fancy,” fitting the case admirably. First impressions 
are valuable when a solicitor approaches a shipper. The 
mental impression that follows the appearance of a solicitor 
in a merchant’s office should not be underestimated; a 
modest and a neat address is the best introduction, and the 
exercise of tact the foremost requisite for the successful 
solicitor. When a merchant is harassed by the exactions 
of his business, he is apt to be somewhat brusque at the 
appearance of a solicitor at an unfavorable or inopportune 
moment, and under such conditions he is liable to remember 
grievances, fancied or real, which he has been subjected 
to by the line for which the solicitor is an applicant for 
his shipments. Under such conditions, by a judicious 
exercise of tact, in quickly meeting complaints in a con- 
servative and careful manner, friendly relations can be 


permanently secured. There are grievances which, as here- 
tofore indicated, are not real, and in connection with these 
the solicitor, by a patient and tactful development of each 
particular complaint, can afterwards submit correct in- 
formation, and which usually has the desired effect of 
restoring the godd-will of such erroneously aggrieved pa- 
trons. When the complaints are well founded, in connec- 
tion with some branch of the service, the solicitor in such 
cases can serve all interests by securing from the dissatis- 
fied party the facts which led to his displeasure, and by 
promising to do what he can to make the service satis- 
factory in the future. A report from the solicitor to the 
proper officer outlining the trouble has usually a beneficial 
effect, especially where the complaints are of a char- 
acter that can be remedied. In order to make myself more 
clear, it may be cited that there are many well-founded 
complaints of delays after traffic reaches destination, on 
account of inadequate terminal facilities. The energetic 
solicitor has many opportunities to establish friendly re- 
lations with consignees by keeping them well posted as to 
the movement of their business. Especially is this the 
case with carload perishable property, where consignees 
must have early deliveries for market purposes. 

It is therefore apparent that, in these modern days of 
strenuous activity for business, the freight solicitor is an 
important and useful factor—The Way Bill, Chicago. 


Thoroughly Satisfied 


“We have delayed reply to your special announcement 
covering your issue of January 4, 1913, but desire to say 
that the subscription of $10.00 per year to Tue Trarric 
BULLETIN AND THE TRAFFIC WoRrLD has been so far highly 
satisfactory to us. We quite appreciate and can well be- 
lieve that the improvement suggested is worth the addi- 
tional price mentioned, and we beg to herewith register a 
three-year subscription to the two documents. 

“We are thoroughly satisfied that based on past per- 
formance your promises for the future regarding the 
combined publications will justify us in making this sub- 
scription. We have derived lots of benefit from publica- 
tions so far issued, which have been helpful to us in more 
ways than one, and believe that the additional information 
as suggested will place us in even a better position so far 
as an understanding of current traffic events is concerned. 

“Kindly mail your invoice for the above-mentioned 
subscription, and we will take pleasure in remitting check 
for same. “American Bag Co., 

- W. H. Lumsden, 
“Traffic Manager.” 





“(Signed ) 
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OPPOSE LOW RATE TO GULF 


Shippers and Carriers Unite in Opposition to 
Low Export Grain Rate to Gulf Ports 





Twice during the last ten days those attending 
hearings by the Interstate Commerce Commission at Chi- 
cago have been treated to the unusual experience of 
hearing representatives of railroads attempting to justify 
reductions in rates. 

The first instance was recorded last week in con- 
nection with the hearing of the salt cases, in the course 
of which Mr. F. P. Eyman stated that never before dur- 
ing his experience as a traffic man and as a witness be- 
fore the Interstate Commerce Commission had he been 
embarrassed by being put in the unusual position of try- 
ing to justify a rate reduction, and the second instance 
was in connection with two cases which have been under 
hearing during the present week before Special Exam- 
iner Marshall. 

One of these was No. 5169, Chicago Board of Trade 
vs, the Illinois Central, in which the complaint was made 
that the rate of 12 cents on wheat from Council Bluffs 
and Omaha, when originating at points beyond, and of 
11 cents on corn, oats, barley and rye, are unjust and 
discriminatory in favor of New Orleans, which the IIli- 
nois Central gives the rate of 15% cents on all grains 
from the territory named when for export. This is 
claimed to do great damage to dealers in Chicago and 
to favor unduly dealers in New Orleans and other mar- 
kets. 

On account of the similarity of facts involved there 
was taken in connection with this case I. & S. Docket 189. 
This is a suspension of certain items in tariffs filed 
recently by the Illinois Central, Kansas City Southern 
and Missouri Pacific. 

The history of the case, in brief, is that on Aug, 12, 
1912, the Kansas City Southern filed a tariff, which was 
concurred in by the other lines named, in which the rates 
on grain from Missouri River points for export were re- 
duced from 19% to 15% cents. The tariff, which was 
suspended on November 29, was filed on Oct. 4, 1912, to 
become effective on December 1, and restored these rates 
which the carriers had found unsatisfactory. 

In the Chicago Board of Trade case, which was 
handled by W. M. Hopkins, manager of the transporta- 
tion department, several of the larger grain dealers of 
Chicago testified that the reduced rate by way of gulf 
ports on export grain absolutely prevented the Chicago 
dealers from doing any export business. On account of 
the smallness of the wheat crop in Illinois the present 
year—9,000,000 bushels, as compared with 42,000,000 in 
1911—4t was necessary for the Chicago dealers to get 
their supply from Kansas and Nebraska points. On ac- 
count of the reduced rate of 15% cents, wheat could be 
placed upon the wharf in Liverpool much more cheaply 
through the gulf ports than by way of Chicago and At- 
lantic ports, 

In general the testimony was to the effect that this 
change in rate would make large investments, which the 
witnesses had in elevators, a liability instead of an asset. 
The thought was expressed that the carriers had no right 
to take away advantages that Chicago might have on 
account of its situation on the lakes. 

It was shown that the differential between Chicago 
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and gulf and Atlantic ports is what determines the route 
and establishes the rate export grain takes. These wit- 
nesses, and this was a point to which Mr. Hopkins per- 
sistently directed his attention toward, was not the res- 
toration of the previous rate which the carriers had pro- 
posed, but toward a permanent established relation be- 
tween rates to New Orleans and Atlantic ports, so that 
if a change should take place in one a corresponding one 
would take place in the other. 

The witnesses examined on behalf of Mr. Hopkins’ 
position were Mr. Marcy of the Armour Grain Co.; E. 8S. 
Glaser, president of Rosenbaum Brothers; C. B. Pierce, 
vice-president of the Bartlett-Frazier Co. 


The testimony of all of these witnesses was along 
the lines indicated. It was generally agreed, also, that 
since the reduced rate went into effect these dealers 
had not been able to get any grain from Omaha for ex- 
port business, and this branch of the business had been 
reduced to practically nothing. 


The witnesses examined on behalf of the carriers 
were S. H. Johnson, assistant freight traffic manager of 
the Chicago, Rock Island & Pacific; D. W. Longstreet, 
freight traffic manager of the Illinois Central. Both of 
these witnesses insisted that the rate’ of 15% cents be- 
tween Omaha and New Orleans was unreasonably low, 
and that it was put in because compelled by the action 
of other carriers. It was also insisted that the rates to 
Chicago, of which Mr. Hopkins complained, were also 
too low. 


Mr. Longstreet explained at some length how this 
rate happened to be put into force, and that the Illinois 
Central opposed its establishment. It was also intimated 
that the issuance of the tariff containing this rate was 
a mistake and that it was done without proper authority. 
The Missouri Pacific has general authority as to matters 
of concurrences with the Illinois Central, and the IIli- 
nois Central was thus published as concurring in this 
rate. 


In the opening of I. & S. 189, J. M. Johnson, vice- 
president of the Missouri Pacific, examined by Fred G. 
Wright, assistant commerce attorney, explained that the 
15%-cent rate was put in to meet water competition by 
lake and rail to the East and in the hope of realizing 
something by utilizing the empty car movement for lum- 
ber from southern lumber districts.. The lumber business 
did not materialize, and he said that if he had known 
as much about the matter when the tariffs were put 
into effect as he knows now, the rate would not have 
been put in. 


It was universally agreed that the rate was too low. 

K. M. Wharry, general’freight agent of the Missouri 
Pacific, was questioned as to the attitude of the two 
lines if the present through rate should be continued. 
The answer was to the effect that it would be necessary 
to reduce through rates to the equivalent of this com- 
bination. He knew of no arrangement between the sev- 
eral lines to adjust their rates on account of the changes 
made by the rate now in: effect. 


He was led through an examination of the exact pro- 
visions of various tariffs and supplements. The examiner 
was curious to know as to’his construction of this tariff 
and what was provided by them, and what was cancelled 
by the several supplements, 

A little different ground was taken by J. F. Holden, 
vice-president of the Kansas City Southern, examined by 
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John G. Schaich, attorney, in his explanation of the recent 
establishment of 15%-cent rate. He stated that the north- 
bound tonnage, so far as the Kansas City Southern was 
concerned, greatly exceeded south-bound tonnage. A 
great many cars were required to handle the lumber 
business which originated in Louisiana, and of which his 
road handles from 80 to 100 cars per day. They are par- 
ticularly anxious to keep a supply of empty cars in this 
locality, and that was attempted by making the lowest 
possible rate upon wheat from Kansas City to gulf ports, 
which would be better than hauling empty cars. 


The matter was taken up during the spring of the 
present year in connection with the possibility of getting 
export grain business in the expectation of unusually 
good crops. However, it was impossible to take any 
definite action until the crop had so far ripened as to 
make it reasonably sure that the crop movement would 
be heavy. 


In consultation with exporters from gulf ports it was 
learned that the 18%-cent rate from Kansas City would 
not.move wheat. Then he figured how low a rate could 
be made under the circumstances, and still be large 
enough so that they would not lose money. 


The movement, however, on export grain was very 
small, chiefly because they were unable to get ocean vex 
sels at Port Arthur, but they were able to put the cars 
- at once into the lumber business. 

He stated the rates were altogether too low. Ocean 
rates are so unsteady that it is very difficult to figure 
the through rate. 


J. R. Mills, assistant general freight agent of the 
Kansas City Southern, was called upon to testify as to 
the details of various tariffs. It was at this point that 
the examiner manifested some interest in certain ques- 
tions relating to the rate that would be charged upon a 
shipment originating at some point west of Kansas City 
about August 10, or two days before the reduced tariff 
went into effect. He wanted to know whether the re- 
duced tariff would be applied to a shipment on its arrival 
at Kansas City. The witness explained that the move- 
ment that took place at Kansas City was really rather 
a reshipment than a reconsignment, and it was ex- 
plained that ordinarily no through bill of lading would 
be issued, and that a separate bill of lading would be 
issued at Kansas City. On account of the closeness of 
the line of questioning, H. G. Wilson, transportation com- 
missioner of the Kansas City Commercial Club, stated 
that it was evident that the examiner was following an- 
other line of thought than anything that had yet appeared 
in connection with the case. He inquired if the carriers 
and shippers were expected to meet those points as an 
issue in the present case. If so, more time would be 
necessary for preparation. The examiner stated that this 
was a matter that much had been said about during the 
last few years. 

C. W. Lonsdale of the Lonsdale Grain Co. of Kansas 
City was a voluntary witness. He stated that he does 
no export business directly, but does some business 
through exporters. He wanted to see the 1844-cent rate 
restored. It would be better for the trade. If there was 
any question of the differential between the gulf and 
Atlantic ports, that should be handled as a separate mat- 
ter. The export business was at a standstill while the 
matter was in suspension. He was not interested in giving 
the low rate, and told Mr. Johnson he thought it was 
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a mistake because of the demoralization of rates in 
general. 

He thought that much of the export business that 
had been done this year under the low rate was due to 
the heavy crop, and would have been done without the 
low rate, as much of the grain moved from the sections 
of the country where the reduction did not apply. 

H. F. Hall, another grain dealer of Kansas City, 
asked some questions of Lonsdale and brought out the 
answer that the movement of wheat one way or another 
was much more a question of market conditions than of 
rates. He stated that the low rate was beneficial to 
farmers in Nebraska, Kansas and Oklahoma because of 
the large percentage of the wheat that is suitable for 
export is not fit for milling at Chicago and other points, 
and that farmers can get 3 or 4 cents a bushel more 
than would otherwise be obtained. 

Mr, Hall subsequently took the stand. The line of 
his testimony is sufficiently indicated by the questions 
which he asked of Mr. Lonsdale. The testimony in this 
case, so far as the Illinois Central is concerned, was 
that of Mr. Longstreet upon the history of the various 
tariffs concerned. 


Suspends Southwest Lumber Rates 





By order entered November 23, Investigation and 
Suspension Docket No. 184, the Interstate Commerce Com- 
mission has suspended until March 31, 1913, the follow- 
ing tariffs effective Dec. 1, 1912, except as otherwise 
designated below: 

F. A. Leland, agent. Supplement No. 6 to I. C. C. 
No. 948. Supplement No. 1 to I. C. C. No. 954, effective 
Dec, 10, 1912. ‘ 

Eugene Morris, agent. 
No. 193. 

C. E. Fulton, agent. 
No, A-49. 

Chicago & Eastern Illinois Railroad Co. Supplement 
No. 11 to L ©. ©. No. 247%. Supplement No. 16 to 
I. C. C. No. 2596. 

Chicago, Rock Island & Pacific Railway. 
C-9403. 

Illinois Central Railroad Co., the Yazoo & Missis- 
sippi Valley R. R. Co. Supplement No. 194 to I. C. C. 
No, 2762. 

Illinois Central Railroad Co. I. C. C. No. A-8320. 

The Missouri Pacific Railway Co., St. Louis, Iron 
Mountain & Southern Railway Co. Supplement No. 16 to I. C. 
C. No. A-1925. Supplement No. 2 to I. ©. ©. No. A-2192. 
Supplement No. 3 to I. C. C. No. A-2192. Supplement No. 
4 to I. C. ©. No, A-2192. 

St. Louis & San Francisco Railroad Co. Supplement 
No. 11 to I. C. C. No. 6427. 

St. Louis Southwestern Railway Co. Supplement No. 
12 to I. C. C. No. 2959. Supplement No. 18 to I. C. C. 
No. 3057. Supplement No. 17 to I. C. C. No. 3077. 

The tariffs which have been suspended advance rates 
for the transportation of hardwood lumber and articles 
taking hardwood lumber rates from points in Arkansas, 
Louisiana and Texas to various Mississippi River cross- 
ings, Cairo, Ill, and to points in Kansas, Iowa, Nebraska, 
etc. In most instances the advance is 2 cents per 1°? 
pounds. In some cases it amounts to as much as 3% ‘o 
4% cents. 


Supplement No. 16 to I. C. C. 


Supplement No. 16 to I. C. C. 


I. C, C. No. 
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ARGUE OMAHA LUMBER RATES 


Commission Hears Lengthy Argument as to 
Its Constitutional Right to Take 
Any Action 








THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 

At the argument of the case of the Omaha Com- 
mercial Club et al. against the Anderson & Saline River 
Railroad Co. et al., involving the rates on lumber into 
Omaha from the south and southwest, the full Commis- 
sion was present and listened to a very lengthy argument 
on the part of H. G. Herbel as to its constitutional right 
to take any action. 

Counsel present included: Thos. P. Littlepage, for 
the Rock Island lines; James L. Coleman, for the Santa 
Fe: H. G. Herbel, for the St. Louis, Iron Mountain & 
Southern and a number of other carriers; Hannis Tay- 
lor, for the Tremont Lumber Co.; Robert H. Kelley, of 
the Kirby Lumber Co., and E. J. McVann, for the Omaha 
Commercial Club. 

Two questions are involved: Whether reparation 
should be claimed on shipments on which the rate of 26% 
cents was paid (the rate which was condemned by the 
Commission in the original case) which moved into and 
out of Omaha and which were finally unloaded at points 
beyond; second, as to who is entitled to reparation. 

No arguments were made as to questions of fact, 
Chairman Prouty intimating that he did not care to have 
any discussion of that feature of the case. 

A well-known railroad lawyer has said aptly that 
this case resolves itself into a three-cornered fight be- 
tween the consignor, the consignee and the middle man, as 
to which shall grasp the crumbs of reparation that are 
to fall from the railroads’ table. 

Mr. McVann, for the Omaha interests, holds that 
there can be no question with regard to the shipments 
that stopped at that point. The main question is the 
point beyond shipments, and whether they can properly 
be included in the claims for reparation. 

Mr. Taylor, for the Tremont Lumber Co., read to the 
Commission a letter from that company stating their po- 
sition in the matter. They admit that they included 
the advance in the rate in the price at which the lumber 
was billed to the consignee, but he opposed any claim 
of the railroads that this should in any manner debar 
them of the right to reparation, for the reason that had 
the rate been lower the charge to the buyer of the lum- 
ber would have been just so much -less, and the com- 
petition would have been greater by just that amount. 

Mr. H. G. Herbel attacks the case on the ground that 
the Commission is without authority to act, and because 
the claims should have been barred by the statute of 
limitation. He asserted that there is no authority in 
the Commission to declare a rate to be unlawful, except 
as to some one particular shipment which may have 
moved under the rate complained of, namely, the last 
Shipment upon which the claim is based, as the law 
provides for a “violation” and not “violations” of the act. 

“The act,” he stated, “is illogical in many respects.” 
If construed, for instance, as having a retroactive ap- 
Plication, he takes the position that a rate must be con- 


sidered as reasonable until the date of the decision of 
the Commission thereon. 
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In this view of the matter it is clearly to be seen 
that he is not supported by members of the Commission, 
shown by the various and pertinent questions that were 
fired at him. For instance, Commissioner Clark pointed 
out that this would leave the complainant without any 
redress until after the time at which he had gone through 
the process of investigation, hearing and argument; this, 
Mr. Herbel thinks, is as it should be. That no redress 
can be due him until that point is reached, because up 
to that time there was no commission of a wrong. He 
finds no provision in the act for the payment of claims 
accruing during the two years preceding the date of the 
decision. The only vested right on which to act is the 
decision of the Commission. Further, and in reply to 
Commissioner Clement’s suggestion that the various 
provisions of the act have to be considered in connection 
with each other, Mr. Herbel, while admitting this to be 
true, claims that even then there is no authovity given 
for retroactive action. 

Commissioner Lane suggested that, under common 
law and previous to the creation of the Commission, the 
complainant would have had a right to recover, and that 
since its creation, the Commission has simply superseded 
the court and jury, and that Mr. Herbel’s line of argu- 
ment, if acted upon, would simply mean the overthrow 
of the decision of the Supreme Court in the Abilene case; 
but, as to this, Mr. Herbel thinks this particular question 
was not before the court. 

As to the three-cornered fight here involved, he claims 
that the consignee has no right to reparation by reason 
that the freight was paid by the consignor, and unless 
the Commission wishes to go back on many of its previ- 
ous decisions, which were logical in that respect, the 
consignor is the only person entitled to reparation, and 
that the consignees have no standing before the Com- 
mission in this case. 

He then proceeded to attack the lumber men involved 
in this proceeding and their advance of the price to the 
consumers 2 cents, which advance they kept in effect 
for one year, then reducing it to 1 cent, which, in turn, 
was kept in effect for two years, and claims that, by 
reason of this action, they are not out of pocket at all. 
While he fully agrees with Commission in its previous 
decisions wherein it is stated that they cannot go out 
to the ultimate consumer in taking up these matters, yet, 
on the other hand, the claimants must show that actual 
damage or injury has been sustained. This, he claims, 
was the view of the Commission in the Darnell-Tanzer 
case, He further maintains that to pay back this money 
to the complainants would be to create a discrimination. 

Passing on to the nature of the claimants, he called 
attention to the fact that the tap lines received a division 
of this 26%4-cent rate, and that the lumber owners who 
are now here asking for reparation are, in many instances, 
the men who were owners of the tap lines, and there- 
fore they are now seeking to receive a second division 
of the rate, and that they are not coming before the 
Commission with clean hands. 

As to the shipments beyond, to which he relegates a 
large portion of the claims, their rate was never con- 
demned, and as to those shipments the carriers have had 
no day in court. They cannot challenge the 26%4-cent 
rate out of the whole 36%4-cent rate, because the rail- 
roads should have the opportunity to show that the 36%- 
cent rate as a whole is a reasonable rate. 

James F. Coleman, for the Santa Fe, holds that the 
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Commission should never award reparation in connection 
with a decision rendered by virtue of the power con- 
ferred upon it in section 13 of the act. That damages 
should only be awarded when undue discrimination was 
shown. He also attacks the retroactive feature of the~ 
matter, but on a different basis, taking it that, without 
intending it, the Commission puts in effect a rate for four 
years, when as a matter of fact, it has only the right to 
put in a rate for two years, the four years being made 
up of the two years back of the time at which the de- 
cision is handed down and the two years following, and 
for which it orders in the reduced rate. 

Robert H. Kelley, for the Kirby Lumber Co., attacked 
Mr. Herbel’s position, and says that he has swapped 
ends round in his argument. While a rate may be legal, 
it may be unlawful, but it must be paid as the legal rate 
until such time as it has been declared to be unlawful. 
He claims that by the extent to which the lumberman 
may be foreed to increase his price because of the in- 
crease in the freight rates, just to that extent does he 
lessen his chances for competition, not only with other 
lumbermen in his vicinity, and by reason of the disad- 
vantageous circumstances under which he may be work- 
ing, but also by reason of the competition which he is 
constantly forced to meet from Pacific coast pine. 

Mr. McVann, in a brief closing argument, stated that, 
in so far as the interests he represents are concerned, 
with one exception, they have eliminated all claims for 
reparation on shipments that did not go through Omaha. 


Speaks for Itself 





“Enclosed please find our check for $30 to cover three 
years’ subscription to THe Trarric WorLD AND TRAFFIC 
BuLueTIN. Kindly sign the attached voucher and return. 
The fact of our subscribing for three years in advance 
speaks for itself. 

“T am indeed glad to read of the improved service in 
relation to recording the old tariff numbers as well as the 
new tariff numbers filed during the week. 

“Palmer Lime & Cement Co., 
“( Signed) F. W. Meixsell, 
“Traffic Manager.” 


Soft Coal Hearing Closes 


A short, and in all probability the final, hearing was 
held in the case which has been before the Commission 
for some time past, brought by the New Pittsburgh Coal 
Co, against the Hocking Valley Railroad, involving the 
rate of 90 cents on bituminous coal from the Hocking 
Valley district to the Toledo docks. 

The hearing was held before Commissioner Meyer, 
was wholly informal in character, and did not add any- 
thing of material interest to what has already been re- 
ported in connection with this case. Among those put 
on the stand were Messrs. Dunham, H. Q. Wasson and 
Acker. If there are any ‘further points on which the 
complainant wishes to bring in evidence there will be 
a hearing at Columbus. It is expected, however, that 
this will wind the matter up, and that the case will be 
assigned for argument some time during the latter part 
of January. The rate asked for is 80%c, and, in the 
event that this is granted by the Commission, then they 
would be asked to allow reparation. 
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DENY OVERPAYMENT ON MAIL 


Carriers Operating Large Percentage of U. S. 
Mileage Deny Postmaster-General’s Claim 








Vigorous denial to the Postmaster-General’s claim 
that the railroads are overpaid for handling mail will be 
made by the carriers of the country. In a statement made 
public on November 28 the railroads say they intend lay- 
ing their case before the public. 


The railroads’ side of the postal pay question is in 
the hands of the committee on Railway Mail Pay, repre. 
senting 214,275 miles of railroad in the United States, op 
erated by 268 companies. This committee is composed of 
J. Kruttschnitt, chairman (director of maintenance and 
operation of the Union and Southern Pacific systems); 
Ralph Peters, vice-chairman (president of the Long 
Island); Charles A. Wickersham, president and general 
manager, Western Railway of Alabama; W. W. Baldwin, 
vice-president, Chicago, Burlington & Quincy; W. W. At- 
terbury, vice-president, Pennsylvania Railroad; George T. 
Nicholson, vice-president, Atchison, Topeka & Santa Fe; 
E. J. Pearson, first vice-president, Missouri Pacific; E. G. 
Buckland, vice-president, New York, New Haven & Hart- 
ford; C, F. Daly, vice-president, New York Central Lines; 
W. A. Worthington, assistant director of maintenance and 
operation of the Union and Southern Pacific systems; W. 
F. Allen, secretary, and H. T. Newcomb, statistician. 


In its official statement, the committee characterizes 
the scope of its answer to the Postmaster-General in this 
way: 

“The committee on Railway Mail Pay, representing 
railways. whose lines include 92 per cent of the aggregate 
length of all railway routes in the United States, believes 
that the payments to the railways for the services and 
facilities furnished by them to the Postoffice Department 
are, and for a long time have been, unjustly low. The 
series of statements which will be made public will con- 
tain a concise exposition of the facts which will prove 
that this belief is warranted and, incidentally, a refuta- 
tion of the estimates made by the Postmaster-General, and 
reported to the Congress (House Document No, 105, Sixty- 
second Congress, first session), which led him to conclude 
that the basis of payment could now properly be changed 
80 as to accomplish a present reduction of about 20 per 
cent. It will be shown that although the insufficient data 
and the erroneous methods employed by the Postmaster- 
General resulted in his making estimates of cost to the 
railways that are far below the real cost, his own figures 
and calculations, when properly analyzed and supple 
mented, demonstrate that the mail service has not been 
fairly remunerative to the railways.” 


Before proceeding to demonstrate their claims, the 
railroads say “it should be noted that railway mail pay is 
about to be forced still further below the level of just 
compensation, unless payments are promptly readjusted, 
on account of the additional volume of mail that will re 
sult from the inauguration, on Jan. 1, 1913, of the parcels 
post. 

“Congress has provided for a vast and incalculable ex 
tension of mail traffic by creating a ‘Parcels Post,’ to bé 
inaugurated on Jan. 1, 1913; which, by opening the mails 
to many articles not previously accepted at the postoffices 
and by materially reducing the rates on mailed merch®” 
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dise, is expected enormously to increase the volume of the 
shipments which it covers. 

“The government seems to have assumed that under 
existing contracts, which were made before the meaning 
of the word ‘mail’ was thus extended, the railways can be 
compelled, until these contracts expire, to carry this great 
additional volume of mail traffic without any compensation 
whatever. If the former practice of the Postoffice Depart- 
ment is followed, no new contracts will be made until 
after the next quadrennial weighings in each of the four 
weighing sections of the country, so that the position of 
the government amounts to an assertion that the whole 
added volume of the parcels post mails will have to be 
carried without any compensation by the railways of New 
England for four years and six months (these railways 
are in the first weighing section but the weighing for the 
adjustment to be made on Jan. 1, 1913, has begun and 
will be completed before the parcels post is inaugurated), 
by those of the second weighing section for three years 
and six months, by those of the third weighing section for 
two years and six months, by those of the fourth weighing 
section for one year and six months, afid by those of the 
first weighing section, not located in New England, for 
six months. 

“No presentation of the injustice of the mail pay re- 
ceived in former years suggests even the approximate ex- 
tent of the losses which the railways will thus incur in 
the next four and one-half years, unless readjustments are 
promptly made on account of the parcels post.” 


Suspends Tariffs 

By order entered November 21, Investigation and Sus- 
pension Docket No. 139, the Interstate Commerce Com- 
mission has further suspended from Nov. 29, 1912, until 
March 29, 1913, items in supplements 23, 25 and 27 to 
Leland’s tariff I. C. C. 864, which advance rates for the 
transportation of cottonseed from points in Oklahoma to 
Kansas City, Mo., and other points. These advances were 
originally suspended from August 1 until November 29. 

By orders entered November 21 in Investigation and 
Suspension Dockets 140 and 140-A, the Commission has 
further suspended from Nov. 29, 1912, until May 29, 1913, 
a number of tariffs which advance from 25 cents to 26% 
cents per 100 pounds rates for the transportation of lum- 
ber from points in Arkansas, Texas, Louisiana, Missis- 
sippi, Alabama, Tennessee and Oklahoma to Omaha and 
South Omaha, Neb., and Council Bluffs and Des Moines, 
Ia. These tariffs were originally suspended from August 
1 until November 29. 

By order entered November 22, Investigation and 
Suspension Docket 185, the Interstate Commerce Cum- 
mission has suspended items in tariffs of the Chicago, 
Burlington & Quincy Railroad, Chicago Great Western 
Railroad, Illinois Central Railroad, Minneapolis & St. 
Louis Railroad, Missouri Pacific Railway, and a tariff 
Published by William Cameron, agent, the suspended 
items being effective December 1, December 5, December 
10 and December 20. 


These items cancel joint rates with the Chicago, 
Ziegler & Gulf Railway Co. for the transportation of 
coal from mines on that road in Illinois to all destina- 
tions. Heretofore, under existing joint rates, the Chicago, 
Ziegler & Guif has received a division of $1 per car. 
The effect of the suspended items is to eliminate this 
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division or allowance to the Chicago, Ziegler & Gulf 
Railway. 

By order entered November 27, Investigation and 
Suspension Docket 186, the Interstate Commerce Com- 
mission has suspended until March 31, 1913, items in 
Supplement 16 to Southern Railway tariff I. C. C. A-2835, 
effective December 1, and Supplement 17 to the same tariff, 
effective December 10, which advance rates for the trans- 
portation of furniture from High Point, N. C., and other 
points in the Carolinas and Virginia to Boston, Mass.; 
New York, N. Y.; Philadelphia, Pa.; Baltimore, Md., and 
other points. 

The present rate, the advanced rate and the amount 
of the proposed advance to certain destinations are in- 
dicated below: 

Philadel- Balti- Read- Harris- 
New York. phia. more. Newark. ing. burg. 


Present rate. ..49 49 45 49 49 45 
Advanced rate.55 55 50 55 55 50 
Advance .. 6 6 5 6 6 5 


By order entered November 27, Investigation and 
Suspension Docket 187, the Interstate Commerce Commis- 
sion has suspended from Dec, 1, 1912, until March 31, 
1913, Supplement 1 to Minneapolis & St. Louis Railroad 
tariff, I. C. C. B-47. 

This supplement cancels existing joint rates from 
points on the Minneapolis & St. Louis Railroad, Le 
Beau, S. D., to Marietta, Minn., both inclusive, to Duluth, 
via Minneapolis. The same joint rates, however, would 
remain in force to Duluth from said points via Hanley 
Falls, Minn., and the Great Northern Railway. The 
effect of the Commission’s suspension is to continue the 
existing routes via Minneapolis. 

By order entered November 29, Investigation and 
Suspension Docket 188, the Interstate Commerce Com- 
mission has suspended from Dec. 1, 1912, until March 31, 
1913, item 260-A, Supplements 4 and 5 to Hosmer’s tar- 
iff, I. C. C. A-325. 

This item eliminates via the Chicago, Rock Island 
& Pacific Railway and its connections an existing export 
rate of 16% cents per 100 pounds on oil cake, oil meal, 
screenings and flaxseed, carloads, from St. Paul and 
Minneapolis, Minn., to certain gulf ports, including Gal- 
veston, Tex., leaving in effect only the class rate of 35 
cents per 100 pounds. 

By order entered November 29, Investigation and 
Suspension Docket 189, the Interstate Commerce Com- 
mission has suspended from Dec. 1, 1912, until March 31, 
1913, certain items in the following tariffs: 

Illinois Central Railroad Co. I. C. C. No. A-8308. 

The Kansas City Southern Railway Co., Texarkana 
& Fort Smith Railway Co. Supplement No. 4 to IL. C. C. 
No. 3108; Supplement No. 5 to I. C. C. No. 3108. 

The Missouri Pacific Railway Co., St. Louis, Iron 
Mountain & Southern Ry. Co. Supplement No. 9 to I. C. 
C. No. A-2038. 

The items which have been suspended advance from 
15% cents to 19% cents per 100 pounds on grain from 
Missouri River points to gulf ports when for export to 
European countries. The rates were reduced from 19% 
cents to 15% cents early in August of this year, and it 
is the restoration to the former figure which is now be- 
ing suspended by the Commission. 

By order entered December 4, Investigation and Sus- 
pension Docket 192, the Interstate Commerce Commis- 
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sion has suspended from Dec. 6, 1912, until April 4, 1913, 
the item on page 161 of Supplement 41 to Countiss’ 
Transcontinental Freight Bureau tariff I. C. C. 929, bear- 
ing the caption, “railway equipment, new or second-hand, 
when handled as freight.” 

The item which has been suspended advances from 
$90 to $163.50 per car the rate for the transportation of 
empty freight cars to California terminals from group F, 
which includes certain points in Illinois, Indiana, Michi- 
gan, Iowa, Kansas, Minnesota, Missouri, Nebraska and 
Wisconsin. 

By order entered December 2, Investigation and Sus- 
pension Docket 191, the Interstate Commerce Commission 
has suspended from Dec. 7, 1912, until April 5, 1913, 
Supplement 5 to Missouri Pacific Railway tariff I. C. C. 
A-2009. 


This supplement provides for cancelation of existing 
joint rates on cottonseed from points in Oklahoma on 
the Missouri, Oklahoma & Gulf Railroad to Little Rock 
and other points in Arkansas. The cancelation of present 
joint rates and substitution of combination rates will re- 
sult in advances ranging from 3 cents to 13 cents per 
100 pounds, 


By order entered December 2, Investigation and Sus- 
pension Doéket 186, the Interstate Commerce Commission 
has suspended from Dec. 15, 1912, until March 31, 1913, 
item 196, page 2, Supplement 35 to Norfolk & Western 
Railway tariff I. C. C. 4181. 


This item advances rates for the transportation of 
chairs from Madison, N. C., and other points to Boston, 
Mass.; New York, N. Y.; Philadelphia, Pa., and Baltimore, 
Mad. The present rates on chairs, in less than carloads, 
from Madison to New York and Boston are 49 and 53 
cents per 100 pounds, respectively; the proposed rates 
65 cents to each point; making an advance of 2 cents 
to Boston and 6 cents to New York. 


Suspend Corn Minimum Raise 





By order entered November 21, in Investigation and 
Suspension Docket No. 142, the Interstate Commerce 
Commission has further suspended from Nov. 30, 1912, 
until May 30, 1913, certain schedules in the following 
tariffs, which advance minimum weights on ear corn, in 
carloads, between St. Louis, Mo., Kansas City, Mo., and 
other points in Arkansas, Louisiana, Texas and other 
states: 

St. Louis & San Francisco Railroad Co. supplement 
No. 16 to I. C. C. No. 6256. 

Chicago, Rock Island & Pacific Railway; Chicago, 
Rock Island & Gulf Railway I. C. C. No. C-9337. 

These schedules were originally suspended from Au- 
gust 3 until November 30. 


MELON GROWERS WANT DUTY. 


Melon growers in the Imperial Valley, Cal. demand 
that Congress impose a duty of 2 cents upon every melon 
imported into the United States from Mexico. They also 
demand an 80 per cent crate rate from eastern commis- 
sion men, who refuse to pay more than 40 cents, and 
who, it is said, are now growing melons on their own 
land in Mexico and shipping them into the United States 
to be sold on 10 per cent commission. 
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A PROBLEM FOR THE PEOPLE 


President of the Railway Business Association 
Says the Question of Railway Revenue 
Is for the Public 





At the dinner of the Transportation Club of Toledo, 
O., George A. Post of New York City, president of the 
Railway Business Association, said in part: 

The—association, whose representative I am at this 
moment, is made up of corporations, firms and individuals 
whose business it is to equip railroads with all of the 
things necessary to properly serve the public in the 
transportation of their persons and products. It sustains 
a very intimate relation with the railways, because they 
are very dependent upon its creative brains and capacity 
for productions. It is also very dependent upon the rail- 
ways, because when the railways do not or cannot buy 
its wares, its million and a half of artisans are not 
profitably employed, and their sufferings are great. 

The manufacturers who compose the Railway Business 
Association also sustain a very intimate relation with the 
traveling and shipping public, because that public is the 
ultimate consumer of the output of our brain and brawn. 
It is for the comfort and safety of the traveler and to 
facilitate the business of the shipper that we design and 
fashion conveyances and devices, and we 
students of their needs. Our profits and 
success depend upon the prosperity of the people in all 
sections of our country., Hvery additional acre of land 
brought under cultivation by our farmers, every new in- 
dustry that springs up, everything that develops the wealth 
of our country, augments its population, enhances the 
creature comforts of its people and which swells the 
number of those who ride in railway coaches and the 
tonnage carried by transportation systems, has its bencfi- 
cent effect upon the coffers of our industries. So closely 
interwoven are our hopes, fears and realizations, with 
those of the railways and the general public, that it is 
impossible to analyze and determine exactly in what 
direction our closest affiliations are. 

What is the mission of the Railway Business Asso- 
ciation? It is the conservation of railway credit. We deem 
our mission to be a very important one. We deem it 
worthy of most careful consideration and most consci- 
entious, broad-minded weighing of all of the factors of 
the problem by all who take serious heed of the welfare 
of our country. 

We men of the Railway Business Association have 
no quarrel with the people who have maintained vigor- 
ously and triumphantly the right of the people to super- 
vise the public utilities that serve them and that operate 
under valuable and indispensable franchises granted by 
-the people. Most railroad officials admit that many of 
the enactments affecting railways, which railways opposed, 
have proven to the advantage of the railways and the 
public both. Out of the heat and passion of the agitation 
for the curbing of railway power there has come about 2 
broader, deeper view of the railway problem by all coD- 
cerned. 

Now, that the people, in the exercise of their power, 
have wrought great changes over the old order of things 
and have largely redressed the grievances under which 
they felt that they suffered, they have also assumed gravé 
responsibilities with reference to the financial well-being 
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of the railroads. Having established commissions with 
abundant power to restrain any and all attempts that 
may be made by anyone to deal unjustly by them, the 
people owe it to themselves that they shall not, themselves, 
deal unfairly by the railroads that perform an absolutely 
indispensable service for them. 

In the consideration of the new responsibilities as- 
sumed by the people, it must be borne in mind by them 
that if all legislation affecting railways shall be in the 
direction of increasing their expenditures; if constant’in- 
creases of equipment and terminal facilities are to be 
demanded by producers of traffic; if every tax assessor 
is to gain popularity by yearly increasing the assessed 
valuation of railroad property; if public utilities com- 
missions are to be measured as to their efficiency by 
the yardstick of tabulated statements showing that they 
nearly always decide against railways; if such commis- 
sions are to quake with fear for the consequences to their 
official tenure, if they shall decide favorably to a railway 
contention; if contemporaneously with such enlargement 
of the mandatory expenditures by the railways, the trend 
of regulation shall be ever remorselessly toward the re- 
duction of railway revenues; then, indeed, will there be 
an ultimate situation which will so disastrously affect 
railway credit that railway development will, of necessity, 
wane to attenuation. In any business, whether private 
or railway, you cannot constantly curtail revenue and 
increase expenditures without sooner or later arriving at 
the point of financial starvation. 


How much shall the railways be allowed to earn? 
The people of the United States have taken this question 
unto themselves to decide, through the agency of tribunals 
that they have created for that purpose. The future 
prosperity and growth of our country depends largely 
upon the wisdom of their decision. What brains, what 
study, what patience, what fair-mindedness, must be 
brought to bear in shaping our public policy upon the 
conservation of the credit of our railways. How just 
the shippers must be! How fair the railroads must be! 
How wise the people’s servants must be who are charged 
with the adjudication of the complexities of an issue 
wherein greed protrudes, passion befogs, territorial jeal- 
ousies are aroused, ambitions clash and tremendous in- 
terests press for favor! 


All of our utilities commissions have been deluged 
with power, amd yet there are greater powers proposed 
to be given them. The multiplicity of things which come 
within the purview of their administrative program are 
staggering in their proportions. What they are authorized 
and expected to do constitutes a burden of responsibility 
which should give a man pause before he undertakes 
their performances. If ever there were public servants 
who need ‘the best possible help, it is these same public 
service commissions. Neither the federal government nor 
the state governments should hesitate to appropriate all 
the money necessary to give them all the high-class 
intellect needed to ponder over the thousands of questions 
propounded to them. Plenary power sought to be made 
effective through niggardly expenditure which will com- 
mand only mediocre talent instead of the best obtainable 
will be a colossal blunder. 


But the help these regulatory bodies stand in so 
great need of, is the help that can only come to them 
from an enlightened electorate which thinks deeply upon 
the transportation question and which, through study, 
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will be able to understand what the commissions are 
doing, what they ought to do, and, particularly, what they 
ought not to do. 

What does all this lead up to? Is it a plea for an 
increase of freight rates? Our answer is that our asso- 
ciation makes no appeal except that the people shall 
take care that rates are what they ought to be to produce 
sufficient revenue so that the present efficiency of our 
railroads shall not only be unimpaired, but that they 
shall always be extending to meet the demands of traffic. 


To our minds the ideal situation with regard to our 
railroads under the present scheme of regulation is that 
the people shall have such confidence in the knowledge 
of the railway situation possessed by their commissions 
that, if, in their wisdom, they should believe that more 
money should be paid to railroads for the service per- 
formed by them, then those commissions, being so con- 
vinced, would not hesitate, but would be encouraged to 
so declare, relying upon the popular acceptance of their 
declaration as being an act done, not as a favor to rail- 
roads, but as done in the public interest. 


Our association has never appeared anywhere to take 
part in the discussion of any particular freight schedule. 
We have never advocated before any. public body the 
increase of a freight rate nor resisted the lowering of 
one. We have never been requested by any railway 
official to interfere in their behalf in any contention con- 
cerning a freight rate. We know nothing of their plans, 
nor are we aware that they have under contemplation a 
plan for an increase in rates. Our function is to assist 
in arousing the people to a realization of the fact that 
it is infinitely more important to the shipping public 
that a freight rate should be high enough to make the 
railroads prosperous than it is to the railways. The rail- 
ways may scrimp their expenditures to fit their revenues 
and in doing so may fail to have the vehicles and ter- 
minals awaiting the traffic of the public, while by the 
consequent deprivation of adequate transportation facili- 
ties the shipper may be bereft of his market, shorn of 
his prospective profits and all his business energy may 
be worse than wasted. 


These are times when everybody is thinking and talk- 
ing about matters that affect our daily lives more seri- 
ously than ever before. With discussion comes enlighten- 
ment. We are finding out that some of the old ways 
of doing business must be discarded. There is a nation- 
wide awakening of public conscience. We are bursting 
the bonds which are fettering our freedom of action; 
we feel the quickening impulse of widening opportunity. 
The goal of true progressive thought is the realization 
of the brotherhood of man. Against the advancing col- 
umn of hope for better things, wise business men and 
wise transportation men will raise no repelling hand, but 
we, too, should enroll ourselves in the ranks of those who 
would march to the tune of progress. 


We of the Railway Business Association are natural- 
born progressives. Our business necessities demand that 
our minds shall ever be focused upon the needs of the 
future. We are not mossbacks nor reactionaries. In 
the search for economic truth we must not be laggards. 
The existence of our association is an evidenee of our 
progressiveness. ‘We were organized in a time of dire 
industrial depression for the purpose of finding out what 
was the cause of our troubles when six hundred thousand 
of our men were out of work, and to seek a remedy. 











We have learned much, and there is much yet to be 
learned. We have sought to free our minds of prejudice. 
We have bridled our tongues; we have striven for catho- 
licity of view; we have sought to counsel with those 
who differed from us, and with great benefit. In our 
associated effort we have learned to appreciate one an- 
other better and we know better how to engage in com- 
petition honorably, and with mutual respect. We have 
a higher regard for railway officials than we had and a 
keener realization of their vicissitudes, perplexities and 
necessities. We have sought communion with those who 
assail railway managers and have found that many of 
their complaints were not without just cause, and that 
they were mostly honest and earnest from their view- 
point. We have endeavored, and it is our continuing 
endeavor, to bring together those opposing forces and to 
stimulate their co-operation. Hither and yon we have 
journeyed upon missions of conciliation. 

We have just emerged from an election whereat a 
president, governors and legislators of many states, Con- 
gress and numerous other important officials have been 
chosen, and, turbulent as the conflict was in some re- 
spects, thank God, there has been no charge made any- 
where that the results have been attained by the corrupt 
use of money contributed by the railroads or other cor- 
porate interests. A glorious achievement! It should be 
the fervent hope of every patriotic American that the 
time has come when, in the shaping of our public affairs, 
there shall be an entire absence of any taint of corrup- 
tion or the exercise of oppressive power by capitalistic 
combination. 

Let us hope that America is to be in truth the “land 
of the free and the home of the brave.” Free in thought; 
free in action; free from guile; free from warping, with- 
ering prejudice; and brave in the sense of being chiv- 
alrous—forgetting self in the presence of peril to others. 


To Test Commission’s Authority 


Considerabie interest will follow the hearing of the 
case of the Kansas City Southern against the United States 
and the Interstate Commerce Commission, which has been 
assigned for the 10th inst., and to which W. E. Bailey, 
general auditor of the Atchison, Topeka & Santa Fe, and 
R. I. Farrington of the Great Northern, have been sub- 
poenaed. The case has been before the court since Nov. 
16, 1911, and was brought for the purpose of testing the 
legality of the Commission’s orders as to reports to be 
made to the Commission, and whether the Commission 
has the right to arbitrarily compel the accounts to be 
kept in a way which, it is alleged, would set forth to the 
public and to the stockholders a false statement of the 
property account, a false statement of operation accounts 
and a false.relation between the property and the opera- 
tions accounts, which, it is claimed, would annihilate the 
fundamental principles of accounting, the elementary 
principles of which form the basis of a system in general 
use for several centuries, and which are said to be em- 
bodied in many of the regulations of the Commission itself. 
The petition specially attacks the Commission’s form re- 
quiring reports and certain outlined classification of ad- 
ditions and betterments, which it is claimed lays down new 
and revolutionary rules, especially with reference to the 
distinction sought to be made between abandoned prop- 


erty “replaced” or “not replaced,” especially with reference 
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to the property which is to be replaced, where the Com- 
mission requires that the estimated value of the abandoned 
property shall be deducted from the cost of the new 
property, so that the difference may only be added to the 
property account; and, in addition, abandoning all the 
principles of accounting, the Commission deport such esti- 
mated value (less salvage) wholly from the property ac- 
counts into the economic statement, and thrust it as a 
charge into the operating expense account. 
which they will urge are as follows: 

(1) Property abandoned by railroad companies as a 
mere incident to improvement of the property is not an 
item of annual “operating expenses;” and the regulations 
of the Interstate Commerce Commission, so far as they 
require railroad companies to charge the estimated value 
of such abandoned property to operating expenses, are 
unreasonable and in violation of the Fifth Amendment to 
the Constitution of the United States. 

(2) If under any circumstances Congress has power 
to determine that accounts shall be so kept as to include 
in operating expenses the estimated value of the property 
abandoned as an incident to the making of additions and 
betterments, the determination of such public policy in- 
volves the exercise of discretionary legislative functions 
incapable of being delegated to the Interstate Commerce 
Commission. 

(3) The interstate commerce Act and the amendments 
thereto do not in terms or by necessary implication con- 
fer or attempt to confer on the Interstate Commerce Com- 
mission the power to make the orders and regulations 
complained of. 

In general, it is charged that “The orders complained 
of are not within the scope of the delegated authority 
under which they purport to have been made;” and, fur- 
ther, that “the orders complained of are an exercise ol 
authority manifested in such an unreasonable manner as 
to bring them within the elementary rule that the sub- 
stance, and not the shadow, determines the validity of 
the exercise of power and, even though it should be 
found that these orders are in form within the delegated 
power, nevertheless they must be treated as not en- 
braced therein.” 

The United States takes the position that the Com- 
mission has not exceeded its delegated power in this mat- 
ter, and that, even if it had, the complainants have not 
exhausted their remedies before the Commission. 

The Commission will take the position that the rail- 
road classification and balance sheets, in so far as they 
affect the matters in controversy, do not undertake to 
show the value of the railroad or of the railroad property 
for any purpose whatsoever, but that they are intended 
to, and will, when complied with, show and require the 
true cost of the railroad and the railroad property it 
actual use by the company at any and all times; it is 
also held by the Commission that this information as to 
cost is specifically called for by the Act to regulate com- 
merce and that the Railroad Classification and Balance 
Sheets were made and promulgated by the Commission 
for the sole purpose of carrying out the provisions of 
the act. 

It is believed by the Commission that the final re 
sults of the methods of bookkeeping called for will show 

(1) the entire transaction in proper detail; (2) the cor 
rect net cost of the new line as operated after additions 
and betterments have been made;. and (3) casting the 
burden of the loss where it should properly belong. 


The points 
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December 7, 1912 


The Pacific Lines Merger 


The Supreme Court, on December 2, handed down its 
decision in the Union Pacific-Southern Pacific merger mat- 
ter and is unanimous in its conclusion that the dissolution 
of the merger must be effected within the next three 
months. 

The Circuit Court held that the Southern Pacific and 
the Union Pacific were not competing, but were engaged 
in a partnership in interstate carriage as connecting rail- 
roads. It was further said in the opinion submitted by 
a majority of that court that the Southern Pacific, because 
of its control of the line from Ogden to San Francisco 
and other California points, was the dominating partner. 





"The Supreme Court holds that the two systems were 


competing prior to the merger, and on this point says: 


‘It is urged that this competitive traffic was infini- 
tesimal when compared with the gross amount of the 
business transacted by both roads, and so small as only 
to amount to that incidental -restraint of trade which ought 
not to be held to be within the law, but we think the tes- 
timony amply shows that, while these roads did a great 
deal of business for which they did not compete and that 
the competitive business was a comparatively small part 
of the sum total of all traffic, state and interstate, carried 
over them, nevertheless such competing traffic was large 
in volume, amounting to many millions of dollars. 


“Before the transfer of this stock this traffic was 
the subject of active competition between: these systems, 
but by reason of the power arising from such transfer 
it has since been placed under a common control. It was 
by no means a negligible part, but a large and valuable 


part of interstate commerce which was thus directly 
affected.” 


The court apparently disposes for this particular case 
of the question of the destination between reasonable and 
unreasonable restraint of trade. It also holds that it is 
not necessary to acquire a majority of the stock of a 
corporation in order to secure a control. 


“In any event this stock did prove sufficient to obtain 
the control of the Southern Pacific,” say the justices of 
the Supreme Court. “It may be true that in small cor- 
porations the holding of less than a majority of the stock 
would not amount to control, but the testimony in this 
case igs ample to show that, distributed as the stock is 
among many stockholders, a compact, united ownership 
of 40 per cent is ample to control the operations of the 
corporation. This is frankly admitted in the testimony 
of Mr. Harriman, the prime mover in the purchase of the 
Southern Pacific. It was purchased, he declared, for the 
purpose of giving a dominating interest in the Southern 


Pacific Co. and, he added, the Union Pacific did thus ac- 
quire ‘such interest.” 


The following are other extracts from the decision: 

“We think it can make any difference that instead 
of resorting to a holding company, as was done in the 
Northern Securities case, the controlling interest in the 
stock of one corporation is transferred to the other. The 
domination and control and the power to suppress com- 
petition are required in the one case no less than in 
the other and the resulting mischief at which the statute 
was aimed is equally effective whichever form is adopted. 
A more effectual form of combination to secure the con- 
trol of a competing railroad than for one road to acquire 
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a dominating stock interest in the other could hardly be 
conceived.” 

“The purchase may be judged by what it, in fact, ac- 
complished, and the natural and probable consequences 
of that which was done. Because it would have been 
lawful to gain by purchase or otherwise an entrance into 
California over the old Central Pacific does not render 
it legal to acquire the entire system.” 

“In order to effectually conclude the operating force 
of the combination such disposition should be made sub- 
ject to the approval and decree of the court, and any plan 
for a disposition of this stock must be such as to effectu- 
ally dissolve the unlawful combination thus created. The 
court shall proceed upon presentation of any plan to hear 
the government and defendants and may bring in other 
parties whose presence may be necessary to a final dis- 


position of the stock in conformity to the views herein 
expressed.” 


Complains of Classification 





The Pacific Coast Condensed Milk Co. of Seattle, 
Wash., is engaged in the manufacture of Carnation brand 
condensed milk and has factories located at Berlin, Chil- 
ton and Richland Center, Wis.; Oregon, Ill.; Mt. Vernon, 
Everson, Sedro, Woolley, Ferndale, Monroe, Stanwood, 
Kent and Chehalis, Wash., and Forest Grove and Hills- 
boro, Ore. 

Western Classification No. 50 provides carload rating 
of fifth class, minimum 36,000 pounds, on condensed milk 
under the head of Canned Goods. 

Western Classification No. 51, suspended to January 
14, 1913, provides the same rating on condensed milk, but 
does not include that commodity in the list of articles 
enumerated under the head of Canned Goods. 

The complainant ships large quantities of condensed 
milk in carload lots to points located in Western Classi- 
fication territory under commodity rates applicable on 
“Canned Goods classified fifth class under head of Canned 
Goods in Western Classification,’ and if Western Classi- 
fication No. 51 becomes effective in its present form 
these commodity rates will no longer apply on condensed 
milk, but will continue to apply on the numerous other 
articles still classified under the head of Canned Goods. 

Western Trunk Line Tariff No. 18G, I. C. C. No. A347, 
of W. H. Hosmer, agent, effective December 1, 1912, fur- 
nishes concrete examples of the effect this arrangement 
will have on condensed milk rates. This tariff names a 
commodity rate of 49 cents per 100 pounds on “Canned 
Goods classified as fifth class under the head of Canned 
Goods in Western Classification,” from Chicago, IIll., and 
other group 3 points, including Berlin, Wis.; Chilton, Wis.; 
Richland Center, Wis., and Oregon, Ill., to Wichita, Kan., 
which now applies on condensed milk, but if Western 
Classification No. 51 becomes effective as it now reads the 
fifth-class rate of 60 cents will be the only rate to apply 
on these shipments. 

From Chicago and the other points named to Kansas 
City, a distance from Chicago of 458 miles, the fifth-class 
rate of 27 cents applies on condensed milk, carloads, and 
the through commodity rate of 49 cents to Wichita, only 
222° miles beyond Kansas City, is alleged to be of itself 
unreasonably high without shipments being subjected to 
the still higher fifth-class rate of 60 cents. 

It is claimed that the same condition as described at 
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Wichita exists at many other points named in this tariff, 
and the arrangement referred to eliminates the application 
to condensed milk of all rates on canned goods, not other- 
wise specified, now named in tariffs governed by Western 
Classification or that may be established in the future. 

The complainant company states that it would be 
averse to taking any action that might interfere with 
legitimate efforts toward uniform classification, but that 
the change to which it is objecting is not a step in that 
direction. It is an unjust discrimination against its in- 
dustry and appears to be merely a device to increase the 
rates on condensed milk without showing any increase 
or indication of increase, either in the classification or 
in the tariffs governed thereby, as is required in Rule 2-a, 
Tariff Circular No. 18-A. 


Argue Coal Rates 
THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 


Argument was made on Thursday morning before the 
full Commission in connection with the investigation which 
they have been carrying on in the matter of the advances 
in rates for the transportation of coal and coke from 
points on the Louisville & Nashville to points of destina- 
tion on the Big Four. 


It was urged by Mr. Helm Bruse, for the L. & N., that 
the present rates, which have been in effect since 1891 over 
the traffic from-Norton, Va., to Louisville, have resulted 
in a loss to the road. This, as soon as discovered, led to 
the present attempt to advance the rates to replace the 
non-paying rates. That it was moving at a loss they have 
proved, he claims, from actual analyses of the movement. 
It was the opinion of counsel that a railroad company 
president, under such circumstances, should take the same 
steps that would be taken by the president of any business 
concern for the protection of his business interests, and 
this President Smith of the L. & N. did when he ordered 
this advance in the rates, and had he failed to do so, he 
would have been recalcitrant to the trust reposed in him. 
This, he claims, is all that was contemplated by the pro- 
posed increase in the rates. He urged that these rates 
produce a revenue of less than 5 mills per ton per mile; 
the revenue from the new rates would only produce about 
that amount, and it is asserted that this traffic cannot be 
moved at less than that rate and yield any degree of profit 
whatever. 


It appears that three principal territories are involved 
in this case—the Appalachia, St. Charles and the Middle- 
boro, the latter being just across the Cumberland Gap. 

A very technical argument was presented as to the 
method of keeping the accounts by the L. & N., this road 
differing from many others in the country in that it has, 
from the first, kept its statistics separate for each division 
of the road. On the Cumberland division, extending from 
Norton to Corbin, 80 per cent of the traffic is coal and coke. 

The Commission sent down its special examiners to 
Louisville to examine the books and accounts of that road, 
and counsel stated that the result of their examination 
found the accounts and other items practically as con- 
tained in exhibits which they have filed with the Com- 
mission in this case, and that, with the exception of a 
short portion of the road, this traffic is being carried at 
a loss. 


W. A. Glasgow, Jr., in his argument, brought into 
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the matter the Stonega Coal & Coke Co. case as involving 
the same condition of rates into Central Freight Associa- 
tion territory, which are really the rates involved in this 
case, according to his view of the matter. He claims that 
these proposed increases were made, not upon the finding 
out that the traffic was being carried at a loss, but im. 
mediately after President Smith had testified at the hear. 
ing in Washington in connection with the Stonega Coal & 
Coke case, which he then termed as a “colossal and monu- 
mental piece of impudence,” and Mr. Glasgow stated that 
the advances were made as a result of the disturbed con- 
dition of mind that President Smith carried away from 
that meeting, and not for the protection of the interests 
of which he is at the head. 

“The burden being placed upon the carrier to justify, 
an increased rate doesn’t mean that they are called upon 
to justify some division of a rate, which is a joint rate,” 
and this, Mr. Glasgow claims, they have utterly failed to 
do, as, in this case, all that they have attempted to do has 
been directed to the portion of the rate lying between Nor- 
ton and Louisville, and only as to one portion of that rate. 
It appears from further argument that he made and from 
the evidence which was presented, that this traffic goes 
all through the middle states, and that the lines north of 
the river are getting the cream off the milk, their division 
of the through rates being much larger than that taken by 
the lines south of the river. 

The Appalachia mines, after being developed upon the 
understanding with the L. & N. that they should enjoy the 
benefit of favorable rates north of the river, built in their 
branch line to the Appalachia mines upon the positive 
assurance that they would be accorded rates that would 
compare favorably with those of the N. & W. and the C. 
& O.; yet they are now arbitrarily shut out by the L. & N. 
and can only get in on a differential of 10 cents. 

A rather peculiar condition evolved is that by every 
system of allocating expenses which has been presented 
by the L. & N. the Cumberland Valley division shows a 
loss, and the Kentucky division a good profit, yet the 
latter is a movement under a much heavier expense by 
reason of the topographical conditions of the country 
through which it has to haul this traffic than is the 
Cumberland. Mr. Glasgow claims that if the claim of 
loss made by the L. & N. is actually true, it is by rea 
son of the fact that they have been “trimmed” by the 
roads north of the river, despite the fact that they lie 


in a flat country and the lines south are through a moun © 


tainous country and are the originating lines. He claimed 
that the whole fact of the matter is that they find they 
have plenty of coal which can be developed west of the 
mountains, and they do not want this coal in the Ap 
palachia district to move at all, and have said that they 
should not except to be able to compete. He also intro 
duced as a third element to the case the “dear public,” 
who are interested in the matter of rates. Mr. Glasgow 
had not finished his argument at the time of adjourning 
for the noon recess. 


SUSPENDS PAPER ADVANCES. 


By order entered Nov. 14, 1912, in I. & S. Docket No. 
190, the Interstate Commerce Commission has suspended 
from Sept. 16, 1912, until April 15, 1913, first revised 
pages 23 and 24 of Can. Pac. I. C. C. No. B-623. These 
pages which have been suspended advanced from 15 to 
18 cents per 100 pounds proportional commodity rates 
on paper, carload, from Brownville Junction, Me., ‘? 
Akron, O. 
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December 7, 1912 


Rules on Potato Shipment 


A hearing was held before Examiner Burchmore of 
the Interstate Commerce Commission at Chicago, Novem- 
ber 29, I. & S. No. 172, in regard to new rules governing 
allowances for stoves and lining of cars transporting 
potatoes from points in Minnesota and Wisconsin to points 
west of the Mississippi River. After the presentation of 
evidence it was agreed that a brief should be presented 
by the shippers by December 13 and by the carriers not 
later than December 23. 

The following appearances were filed: 

A. K. Larson, Minneapolis, Soo Line; J. G. Morrison, 
Chicago, Chicago Great Western; R. B. Scott, Chicago, 
Burlington & Quincy; George T. Simpson, Minneapolis, 
Minneapolis shippers’ & Growers’ Association; R. V. 
Fletcher and A. P. Humburg, Ulinois Central; J. E. Rob- 
inson, for Albert Miller & Co. et al.; O. W. Dynes, Chi- 
cago, Minneapolis & St. Paul; C. C. Wright, R. H. Wid- 
dicombe, F. P. Eyman, A. F. Cleveland, Chicago & North- 
western; A. F. Finerty, Great Northern and Northern 
Pacific; W. F. Dickinson, Rock Island; W. H. Bremmer, 
S. G. Lutz, Minneapolis & St. Louis. 

The objections of the shippers arose over a new 
rule instituted by the carriers which the complainant 
asserts was an attempt to shift the responsibility of loss 
to the shippers, and they further assert that the situation 
which calls for the promulgation of the rule arose be- 
cause of carriers failing to provide sufficient equipment 
to carry the potato crop. They claim that the charge of 
$35 to $40 for lining a car is a direct loss against the 
business. The position of the railroads is that the change 
in tariffs is merely that there was inserted in the tariffs 
a statement of regulations which were in accordance with 
the practice which had been in force for 20 years, but 
had not been included in the published tariffs. 





Fully Meets Requirements 





“We wish te acknowledge receipt of your favor of the 
27th inst., acknowledging receipt of our order for three 
years’ advance subscription to your TraArric WorLD AND 
TRAFFIC BULLETIN. 

“In this connection we wish to say that we cannot too 
highly recommend the commendable qualities of your maga- 
zine, which we find to be all, and more than, it is claimed 
to be. It is indispensable to our Traffic Department, and 
fully meets all the requirements of this department. It is 
up-to-date as to traffic matters, and is invaluable to the 
twentieth century railroad man. . 

“H. W. Johns Manville Co., 
‘ “(Signed ) W. C. Morgenroth, 
“Pur. Agt. and Trf. Mgr.” 


Railway Receipts and Expenses 


The business of the railways for September while 
showing a considerable improvement over that of Septem- 
ber, 1911, does not maintain the rate of increase set by 
the record-breaking month of August. The total net op- 
erating revenue of 90 per cent of the steam railways in- 
creased $5,896,840 for September, while the increase for 
August was $13,865,622. This increase in net operating 
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revenue was at the rate of $21 per mile of line for the 
month, or at the rate of 70 cents per mile of line per day. 

The total operating revenues per mile of line for the 
month increased 6.5 per cent, the operating expenses 7.3 
per cent and the net operating revenue 5.1 per cent. 

The foregoing statistics are from the summary made 
by the Bureau of Railway Economics from the reports of 
the railways to the Interstate Commerce Commission. A 
special committee of the railways having headquarters in 
Chicago reports that bills now pending in the Federal 
Congress providing for an increase in the number of em- 
ployes of the railways and for the rapid substitution of 
stee] for wooden equipment will, if enacted, place the rail- 
ways under an additional expense of approximately $12,- 
000,000 per annum for the former, and a total expense of 
$632,746,000 for the latter purpose. "Without compulsion, 
the railways in the course of three years have increased 
their steel equipment 750 per cent and their stee] under- 
frame equipment 256 per cent. 





WANTS NO UPPER LIMIT FOR RETURN ON CAPITAL. 

In a paper bearing the title “Automatic Rate Regu- 
lation,” read at the convention of the American Electric 
Railway Association, Oscar T. Crosby, president Wilming- 
ton & Philadelphia Traction Co., Wilmington, Del., and 
president Trenton & Mercer County Traction Corporation, 
Trenton, N. J., said: 

“We should not for a moment concede that the deli- 
cate compromise effected by the Supreme Court in order to 
protect something which it should eventually decide to be 
property must be taken as a guide for commissions in 
establishing rates as related to the returns that are per- 
mitted to capital. 

“We must go further than these strictly legal prec- 
cedents. We must insist that a great question of public 
policy is now before the country for determination, and 
we must resolutely urge our attorneys, urge all of our 
representatives before commissions and courts, to resist 
the theory that any courts have established, or have the 
power to establish, any upper limit of return to capital.” 


TRANSPORTATION ASSOCIATION ELECTS. 

At the meeting held on December 2 for the election 
of officers of the Chicago Transportation Association, 
the regular ticket was victorious, and the officers for 
the ensuing year will therefore be as follows: Presi- 
dent, R. F. Clark; first vice-president, O. T. Lindrooth; 
second vice-president, A. D. Davis; third vice-president, 
T. G. McGill; recording secretary, H. E. MacNiven; finan- 
cial secretary, G. H. Brown; treasurer, J. W. Betts; 
trustees (two years), F, T. Scanlan, J. A. Flansburg; one 
year, G. E. Bills. 


MUST REFUND OVERCHARGES. 


A supplemental order has been issued directing the 
Charleston & Western Carolina, Seaboard Air Line, West- 
ern & Atlantic, Nashville, Chattanooga & St. Louis, and 
the L. & N. to repay to the Riverside Mills certain over- 
charges, with interest, which accrued on certain shipments 
of cotton factory sweepings. 


LIMA TRANSPORTATION CLUB. 
At a regular meeting of the Transportation Club of 
Lima, O., there was held a general discussion on the 
subject of tracing both carload and less-carload shipments, 
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PERSONAL 


Effective December 1, Edward A. Haid has been ap- 
pointed assistant general attorney, St. Louis Southwestern, 
with headquarters in St. Louis, Mo., to succeed Roy F. 
Britton, resigned, to enter general practice. 


Announcement is made of the appointment of E. F. 
McDaneld, traveling freight and passenger agent, the 
Chicago & Alton, with office at 523 Judge Building, Salt 
Lake City, Utah. 


BE. H. Spence has been appointed commercial agent 
Chicago, Milwaukee & St. Paul, Cincinnati, O., vice C. J. 
Peterson, assigned to other duties. 


W. C. Parker has been appointed division freight and 
passenger agent Chicago, Milwaukee & St. Paul at Cedar 
Rapids, Ia., vice C. J. Mikesh, resigned to engage in other 
business. 


C. J. Peterson has been appointed commercial agent 
Chicago, Milwaukee & St. Paul at Minneapolis, Minn., 


vice C. B. Wilser, resigned to engage in other business.. 


P. L. Markey has been appointed division freight and 
passenger agent Chicago, Milwaukee & St. Paul at Ot- 
tumwa, Ia., vice W. C. Parker, assigned to other duties. 


W. L. Nichol has been appointed assistant general 
freight agent of the Nashville, Chattanooga & St. Louis 
Railway, with headquarters at Nashville, Tenn., effective 
December 1. Mr. Nichol was previously commercial agent 
at Nashville, and has been connected with the N., C. & 
St. L. for the past seventeen years. 


The Wabash Railroad announces the establishment of 
an agency at Cleveland, O. D. E. Gilbert, traveling freight 
agent, Pittsburgh, Pa., has been promoted to commercial 
agent at Cleveland, with offices at 207-8 Williamson Build- 
ing. The Cleveland agency will have charge of the fol- 
lowing territory: Sandusky, O., and all stations on the 
B. & O. to and including Mansfield, O.; thence east, in- 
cluding all stations on and north of the Erie Railroad to, 
but not including, Warren, O.; thence all stations north 
of the Erie to Pennsylvania state line, and all stations 
on the L. S. & M. S. in Pennsylvania to, but not including, 
Erie, Pa. 


Charles P. Hackett, who for several years has been 
in the traffic department of the Illinois Steel Co. in Chi- 
cago and who previous to that time was in the traffic 
department of Armour & Co., has been made traffic man- 
ager for the United States Radiator Corporation, with 
headquarters in Detroit. 


W. H. Spicer has been appointed division freight 
agent Grand Trunk Railway System at Detroit, Mich., 
vice Charles Clarke, promoted. The appointment became 
effective Dec. 1, 1912. 


James McPeak has been appointed commercial agent 
Grand Trunk Railway System at Detroit, Mich., vice W. H. 
Spicer, promoted. The appointment is effective Dec. 1, 
1912. 


Charles Clarke has been appointed assistant commis- 
sioner of industries Grand Trunk Railway System (lines 
west of Detroit and St. Clair rivers). Office, 118 Wood- 
ward avenue, Detroit. Effective Dec. 1, 1912. 


Al. J. Wyant has been appointed traveling freight 
agent the Chicago & Alton, Pittsburgh, Pa., with office at 
307 Park Building, vice J. H. Walkmeyer, promoted. 
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Effective December 1, W. R. McCollom was appointed 
terminal trainmaster the Chicago & Alton, with jurisdic- 
tion, Chicago to Argo, inclusive. 


William T. Jones of the law firm of Carter, Collins, 
Jones & Barker of St. Louis, having been elected judge 
of the circuit, has retired from the firm. W. F. Carter 
has retired from the practice of law because of his duties 
as vice-president of the Mercantile Trust Co. Roy F. 
Britton, who has been assistant general attorney of the 
St. Louis Southwestern Railway, has formed a partner- 
ship with the remaining members of the firm, which will 
henceforth be known under the name of Collins, Barker 
& Britton. 


Wm. H. Eaton has been appointed commercial 
freight agent the Baltimore & Ohio, with headquarters 
at Uniontown, Pa. 


R. D. Smith, traveling passenger agent San Pedro, 
Los Angeles & Salt Lake, has resigned. 


E. W. Graham, formerly connected with the dining- 
car department San Pedro, Los Angeles & Salt Lake, 
has been promoted to traveling passenger agent, vice R. 
D. Smith, resigned. 


L. A. Casey, formerly district freight and passenger 
agent San Pedro, Los Angeles & Salt Lake, at San Fran- 
cisco, has been promoted to the position of general agent 
at that point, reporting to the traffic department at Los 
Angeles. 


Effective Dec. 1, 1912, R. B. Fowler was elected 
president and general manager of the Tremont & Gulf 
Railway Co., with headquarters at Winnfield, La., vice 
H. W. Seaman, resigned. 


H. W. Prickett has been appointed general agent, 
traffic department, Chicago & Alton, with office at 523 
Judge Building, Salt Lake City, Utah. The position of 
commercial agent is abolished. 


Roy E. Pinniger has been appointed freight solicitor 
in connection with the Union Line agency at Milwaukee, 
Wis., S. F. Trudelle having resigned to go into other 
business. The appointment takes effect Dec. 1, 1912. 


Conrad E. Spens has been appointed assistant freight 
traffic manager Chicago, Burlington & Quincy, with head- 
quarters at Chicago, Ill. 


G. C. Van Zandt has been appointed general agent 
Norfolk & Western, with office at No. 45 East Fourth 
Street, Cincinnati, O., vice B. W. Herrman promoted; 
effective Dec. 1, 1912. 

Effective December 1, C. H. Myers was appointed 
general freight and passenger agent of the South Georgia 
Railway. Mr. Myers was formerly acting general freight 
and passenger agent. 


Earl D. Lamiman has been appointed traveling freight 
and passenger agent Missouri Pacific and St. Louis, Iron 
Mountain & Southern, Tacoma, Wash., with headquarters 
at 124 Perkins Building, reporting to the genera] agent 
at Seattle, Wash. 


St. Louis Traffic Club 


The annual dinner of the Traffic Club of St. Louis 
will be given at the Mercantile Club, Tuesday evening, 
December 10, at.6:30 o’clock. 

The speakers will be: B. A. Worthington, president 
of the C. & A. R. R., on “Railroad Problems;” Edwin G. 
Cooley, educational advisor of Chicago, on “Vocational 
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Education;” A. A. Young, professor of economics, Wash- 
ington University, on “The Relation of Railway Rates 
to the Advance in Prices.” 

The dinner will be informal. As usual, there will be 
no charge for members. They are privileged to bring 
guests, and additiona] dinner cards may be secured from 
the secretary-treasurer, A. F. Versen. 


The Act that Oregon Passed 


In view of the references in THE TRAFFIC WoRLD to 
the act submitted to the people of the state of Oregon, 
and which was passed at the recent election, providing 
for uniform percentages between ‘classes, etc., requests 
have been made that the text of the act be given in 
full. The matter follows: 


AN ACT 

Entitled “An Act to provide for a uniform percent- 
age in the relationship of the classification ratings, pro- 
viding for the establishment of minimum carload weights, 
to fix the maximum rate on basis of the less-than-carload 
rate of the article and the minimum carload weight that 
may be charged on carload shipments of property, defin- 
ing the rating upon which the carload rate shall be com- 
puted, and prescribing penalties for violations of the pro- 
visions of this Act.” 

Be It Enacted by the People of the State of Oregon: 

Section 1. The classification ratings of freight shall 
bear a uniform relationship of one class to another class, 
and the percentage of the first class shall be 100, and 
the other classes shall be the following percentages of 
the first class: 

CIRGOUR . .udckis cue ee et BS Sh ee le Se ee Be 
Percentages ..... 100 84 70 59 50 42 35 29 24 20 

Section 2. A minimum carload weight shall be pro- 
vided for each article, but no minimum carload weight 
shall be greater than the actual weight that can be 
loaded in a car, nor shall a small minimum carload 
weight be fixed with the sole object to secure a high 
carload rate. Where no minimum carload weight is pro- 
vided for each article by a railroad, or fixed by an order 
of the Railroad Commission of Oregon, the minimum 
carload weight shall be 30,000 pounds. 

Section 3. It shall be unlawful for any railroad, as 
the term is defined in Chapter 53, Laws of Oregon for 
the year 1907, creating a railroad commission, to demand, 
charge, collect or receive a greater compensation for 
the transportation of property in carload lots than the 
following: 

When the minimum carload weight for an article is 
fixed at 20,000 pounds or less the carload rate shall not 


exceed 70 per cent of the less-than-carload rate provided 
for the article. 





When the minimum carload weight for an article is 
fixed at more than 20,000 pounds and not in excess of 
30,000 pounds the carload rate shall not exceed 59 per 
cent of the less-than-carload rate provided for the article. 

When the minimum carload weight for an article is 
fixed at more than 30,000 pounds and not to exceed 
40,000 pounds the carload rate shall not exceed 50 per 
cent of the less-than-carload rate provided for the article. 

When the carload minimum weight for an article is 
fixed in excess of 40,000 pounds the carload rate shall 


not exceed 42 per cent of the less-than-carload rate pro- 
vided for the article. 


ings are given an article the carload rate shall be com- 
puted on the lowest less-than-carload rating given the 
article, and when two or more articles are permitted to 
be shipped, or are provided to be shipped, as a mixed 
carload the carload rate shall be computed on the article 
contained in the carload which is given the highest less- 
than-carload rating. 

Section 5. If any railroad shall demand, charge, col- 
lect or receive a greater compensation for the transporta- 
tion of carloads of property between points wholly within 
the state of Oregon as provided in section 3 of this Act, 
it shall be deemed guilty of a misdemeanor and upon 
conviction thereof shall be punished for each offense by 
a fine of $100 and the cost of the prosecution. 

Section 6. Each carload shipment against which an 


unlawful charge is made shall constitute a separate 
offense. 


Extends Express Order 


NO. 4198. IN THE MATTER OF EXPRESS RATES, 
PRACTICES, ACCOUNTS AND REVENUES. 

NO. 1280. CALIFORNIA COMMERCIAL ASSOCIATION 
VS. WELLS, FARGO & CO. 

NO. 1911. M. S. KOHLBERG & CO. VS. WELLS, FARGO 
& CO. 

NO. 1916. CALIFORNIA COMMERCIAL ASSOCIATION 
VS. WELLS, FARGO & CO. 

NO. 2175. BENGT E. SUNDBERG VS. GREAT NORTH- 
ERN EXPRESS CO. ET AL. 

NO. 2176. BENGT E. SUNDBERG VS. AMERICAN EX- 


PRESS CO. 
NO. 2246. BENGT E. SUNDBERG VS. WELLS, FARGO 
& CO. 


NO. 4302. MEMPHIS FREIGHT BUREAU ET AL, VS. 

ADAMS EXPRESS CO. ET AL. 

Whereas, respondents in these cases having applied 
to the Commission for an extension of time wherein to 
comply with certain requirements of the order hereto- 
fore entered herein, on June 8, 1912, and a satisfactory 
showing having been made in support of such applica- 
tion; 

It is ordered, That the time for filing and publishing 
the joint publication to be known as the Directory of 
Express Stations, described in said order, shall be ex- 
tended to March 1, 1918, provided, however, that a printed 
draft of such directory shall be submitted to the Com- 
mission on or before Jan. 1, 1913. 

And whereas, it appears to the Commission that so 
much of its order and opinion of June 8, 1912, as relates 
to the establishment and publication of joint through 
routes cannot be made fully effective by Dec. 1, 1912, 

It is ordered, That the provisions of said order and 
opinion relating to the establishment of joint through 
routes and a directory thereof be, and the same are 
hereby, temporarily suspended, and 

It is further ordered, That the respondents and each 
of them are required to immediately appoint a represen- 
tative, who, together with a representative of the Inter- 
state Commerce Commission, hereafter to be named, 
shall constitute a committee to be known as the Direct 
Routing Committee, the duties of which board shall be 
to study existing express routes and consider all com- 
plaints of indirect or circuitous routing, and propose 
amendments to the existing routes of express carriers 
so as to give to shippers the advantage of the most direct 


Section 4. When two or more less-than-carload rat-normal route in point of time. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 


In this department we shall answer simple questions relating 
to the law of interstate transportation. of freight. Readers 
desiring specia! service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Interest Usually Allowed on Damage Claims. 


Nebraska.—“Will you kindly give us your opinion, 
through the columns of THE TRAFFIC WORLD, whether or 
not consignee is entitled to legal rate of interest on ac- 
count of claim arising covering the invoice value of mer- 
chandise contained in carload shipment received at des- 
tination damaged on account of leaky car roof? Carload 
’ shipment in question reached us and full charges were 
paid on same. Upon opening car we found goods badly 
damaged by water and the entire carload was then re- 
fused and claim made to cover the invoice price with 
freight added. The contents of car were disposed of by 
railroad company in the course of two or three months 
after car was refused, but claim was not paid until one 
year after date of filing. Previous to payment of 
claim we notified the railroad company that we would 
expect interest on the entire amount up to the date of 
payment. Upon payment of claim, we filed additional 
claim for interest at the rate of 7 per cent for one year. 
The terms on the entire carload were net, which would 
mean immediate payment, therefore we feel entitled to 
interest at the legal rate for the length of time the claim 
remained unpaid. The railroad company have refused 
payment of interest charge.” 


Assuming, without adjudging, that the carrier properly 
paid you the full amount of the invoice price with freight 
added as the amount of your loss, on the ground that 
the entire value of the goods was substantially destroyed 
(for in partial loss the carrier’s liability is usually meas- 
ured by the difference between the value of the goods 
as actually delivered and as they should have been de- 
livered), the rule of law is that the owner is entitled to 
interest, at the legal rate, on such value from the time 
when the goods should have been delivered, and this 
rule has particular application when the carrier has un- 
reasonably delayed the payment of the claim. 

* * * 


No Reparation Awarded in Case No. 1793. 


Arizona.—“Will you kindly advise, through your Legal 
Department column, if the Interstate Commerce Com- 
mission ordered reparation for any period retroactively 
in their order of Jan. 15, 1912, Case No. 1793, defining 
class rates to apply from El Paso to Phoenix, which were 
ordered maintained for a period of two years after April 
1, 1912?” 

The order of the Interstate Commerce Commission 
in Case No. 1793, Maricopa County Commercial Club vs. 
‘Maricopa & Phoenix Railroad Co. et al., decided Jan. 
15, 1912, does not require the defendants to pay the 
complainants any reparation on shipments moving prior 
to the date of filing petition. Im fact, no reparation was 
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demanded in the complainants’ petition, and, as is the 
practice of the Commission in such instances, no repara- 
tion would be awarded. The order of the Commission 
simply holds that the class rates in effect at the time of 
filing the petition were unreasonable, and prescribes rates 
that the carriers should establish and maintain on and 
after March 1, 1912, for the transportation of traffic from 
El Paso, Tex., to Phoenix, Ariz. 
2 * * 


Refund per Car in Payment of Construction of Sidetrack 
Illegal, 

Ohio.—“‘When this company was young and its growth 
simply a matter of conjecture, at which time we could 
get absolutely no concessions whatever from the railroad 
company, we had built and paid for ourselves 800 feet of 
switch track through our works from the railroad com- 
pany’s right-of-way, who built about 200 feet of switch 
connection themselves to connect with our private siding. 
Would it be illegal now for the railroad company to pay 
or reimburse us for our cost of the switchtrack and we 
turn the track itself (exclusive of any real estate) over 
to them, when they have paid us the equivalent to the 
cost of construction by refunding us a stipulated amount 
for cars moving off our switchtrack? This appears to 
us to be a violation of the interstate commerce act, 
but understand such things have been done. 

“Would this payment for tracks by reimbursement 
arrangement on the part of the railroad company or any 
other arrangement be in violation of the interstate com- 
merce act, or is it required by the interstate commerce 
act that shippers must build or have built and pay for 
themselves switchtracks through their property to con- 
nect with carrier’s lines?” 

In the matter of constructing a private sidetrack, 
used as a plant facility, and compensation therefor, the 
Commission has no authority, under the act, to order 
the construction of such a track, or concerning the main- 
tenance of the same, and the law would not permit the 
carrier to reimburse you for the cost of its construction. 

The act refers only to “a switch connection” with a 
private sidetrack. It does not contemplate the construc- 
tion and maintenance of a sidetrack off the carrier's 
right-of-way, without direct contribution by the shipper 
to the expense incident thereto. See Winters Metallic 
Paint Co. vs. C. M. & St. P. Ry. Co., 16 I. C. C., 587. In 
the case of the United States vs. C. & A. R. R. Co. et al. 
148 Fed. Rep., 646, involving the question as to the right 
of a carrier to allow a shipper owning a private track 
a certain refund per car moving over same, it was held 
that such an arrangement constituted a rebate and was 
illegal under the act. 

* * * 


Liability of Carrier in Shipments of Brittle Goods. 


Cleveland.—“We are having considerable difficulty in 
having claims of breakable nature adjusted by the trans 
portation companies, such as on sewer pipe, wall coping, 
flue linings, etc. They insist upon our making allowance of 
$3 on all claims over this amount, and all claims under 
the above amount they refuse to adjust. For example, 
if a claim exceeds $3.50 they will amend same on basis 
of 50 cents. Their argument is that material is of 
fragile nature, and that it is impossible for them to trans- 
port same without a certain amount of breakage. Ma- 
terial of the above nature, especially sewer pipe, is pur- 
chased f. o. b. ‘works, less freight Cleveland. This ' 











6H wot wont es = 4&6 = = A Se St Se KA eH A OO 


a 


Bort 0 as 





X, No. 23 


as is the 
no repara- 
ommission 
he time of 
ribes rates 
in On and 
raffic from 


F Sidetrack 


its growth 
> we could 
he railroad 
800 feet of 
ilroad com- 
, of switch 
vate siding. 
any to pay 
ick and we 
state) over 
lent to the 
ited amount 
appears to 
amerce act, 


mbursement 
pany or any 
erstate com- 
e commerce 
and pay for 
erty to con- 


re sidetrack, 
therefor, the 
ct, to order 
ng the main- 
t permit the 
construction. 
tion” with a 
the construc- 
the carrier’s 
the shipper 
ters Metallic 
. C., 587. In 


R. Co. et al. 7 


; to the right 
private track 
, it was held 
bate and was 


ttle Goods. 
e difficulty in 
by the trans 


», wall coping, 
g allowance of 
claims under 
For example, 
same on basis 
naterial is of 
them to trans- 
weakage. Ma 
r pipe, is pur 
and. This re 





December 7, 1912 


leases the shippers entirely from all responsibility, plac- 
ing the entire burden of the loss on the consumers. 
Under the ruling as stated above, it is impossible for 
us to quote on material of this nature intelligently, for 
we cannot fix any certain profit on same. Our conten- 
tion is that the transportation company has no authority 
for the above ruling, and we have declined to withdraw 
our claims, or allow any reductions to be made. We 
have claims as low as 50 cents and many over the $3 
amount, on our books for two years, which are still out- 
standing, and which we are unable to have the trans- 
portation company adjust.” 

It appears that a number of carriers have adopted 
the practice of which you complain, but the same is of 
doubtful validity. While it is true that a carrier may, in 
a degree, limit its common law liability by contract, as 
well as that it would not be liable for-any damage ar- 
ticles of a breakable nature may have suffered by break- 
age, if it has not been cautioned as to the degree of 
eare to be exercised on account of the brittle nature 
of the article, and provided it has handled them with 
ordinary care, yet a carrier has no right to fix an arbi- 
trary amount as the measure of its damages for the 
transportation of brittle articles regardless of the ques- 
tion of its negligence or the rate at which the articles 
were transported. If, however, the limitation is fixed 
by contract, and the carrier is without any fault in 
causing the loss, the shipper would be precluded from 
the right to recover more than the amount stipulated. 
The rule is that a carrier is not liable for losses caused 
by the inherent nature of the goods, if not itself at fault. 


Act Enjoins Carrier From Disclosing Information Con- 
cerning Shipments to Parties Other Than Ship- 
per or Consignee. . 

Colorado.—“A car arrives at destination point con- 
signed shipper’s order, notify A. B. Mercantile Co. Car 
arrived at 11:45 p. m. October 19, and the A. B. Mer- 
cantile Co. were notified by telephone and postal card, the 
next morning. We were continually after the A. B. Mer- 
cantile Co. for disposition, and they were unable to ad- 
vise, stating that they had received no notice and had 
no bill of lading, and finally, on October 27, we wired 
the agent at point of origin to find out who held the bill 
of iading, and it developed that X. Y. had the bill of 
lading, and we were then able to turn the car over to 
him. During this time X. Y. several times telephoned 
our switch clerk inquiring whether this particular ship- 
ment had arrived, but no definite information was given, 
on the ground that nothing in the bill of lading indicated 
that he was interested in the shipment or entitled to the 
Same. In the meantime, car service had accrued on the 
shipment, which X. Y. now declines to pay on the ground 
that he was not properly and promptly notified of the 
arrival of the car. The main point at issue is whether 
or not our agent was within his rights in refusing to give 
information concerning the shipment to a party different 
from the one to whom the car was consigned.” 

The position taken by your agent is legally the correct 
one. Both by law and the demurrage rules only the con- 
signee need be notified of the arrival of a car. In order 
consignments, the notice should be given to the party to be 
notified. Under the demurrage rules, such notice must 
be given in writing, except in instances of specific agree- 
ment to the contrary between the proper parties. 
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In addition, paragraph 6 of Section 15 of the Act pro- 
vides that “It shall be unlawful for any common carrier 
subject to the provisions of this Act, or any officer, agent 
or employe*of such common carrier, or for any other per- 
son or corporation lawfully authorized by such common 
carrier to receive information therefrom, knowingly to 
disclose to or permit to be acquired by any person or 
corporation other than the shipper or consignee, without 
the consent of such shipper or consignee, any information 
concerning the nature, kind, quantity, destination, con- 
signee or routing of any property tendered or delivered 
to such common carrier for interstate transportation, 
which information may be used to the detriment or preju- 
dice of such shipper or consignee, or which may improp- 
erly disclose his business transactions to a competitor.” 
X. Y. as the actual holder of the bill of lading should have 
presented the same to your agent, or at least should have 


advised him that he held the same and was rightfully 
entitled to the goods. 


Souhern Increases Facilities 





The facilities of the port of Brunswick for handling 
import cargoes of fertilizer material, salt, cement, and 
similar heavy commodities will be greatly increased by 
the construction of a large storage warehouse, which the 
Southern Railway is preparing to erect on property ad- 
joining its Turtle River docks and warehouses. This 
warehouse wil] have the most modern appliances for hand- 
ling bulk freight to and from vessels and cars, and will 
be built for the express purpose of providing storage room 
for commodities, which are often held at ports for long 
periods. It will serve to attract vessels to Brunswick and 
add to the importance of that city as a point for distribu- 
tion to the interior, thus proving a benefit not only to 
Brunswick, but as well to interior points reached by rail. 
As vessels which discharge their lading there will naturally 
prefer to secure return cargoes out of that port, Bruns- 
wick’s export trade is expected to be increased also as the 
result of this addition to its port facilities by the South- 
ern Railway. 

The new warehouse will be 300 feet long and 100 feet 
wide, and will have reinforced concrete foundation walls, 
concrete floor and fireproof roof. The mechanism for 
handling freight from vessels into the warehouse will con- 
sist of two movable hoisting towers and an automatic rail- 
way. Cars, loaded from the buckets of the hoisting towers, 
will be automatically weighed, and by means of a tipple 
their contents will be mechanically dumped into the de- 
sired bin. The use of this machinery will result in a 
great saving of labor and make possible the transfer of 
cargoes from vessel to warehouse with the greatest dis- 
patch and efficiency. 


According to announcement by vice-president and 
general manager, E. H. Coapman, of the Southern Railway, 
bids for the construction of the building have been in- 
vited, and as soon as contract has been awarded and the 
building material assembled, work will be commenced and 
pushed to completion as rapidly as possible. 

By providing this additional facility at Brunswick, the 
Southern Railway is giving practical aid in the work of 
preparing for the increase of business, which the South 


Atlantic ports expect with the opening of the Panama 
Canal. 
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Allentown Portland Cement Co. 
of Allentown, Pa., vs. Philadelphia & 
Reading et al. 

Unjust and unreasonable rates on 
shipments of Portland cement from 
Allentown to Jersey City for points 
beyond. Reasonable rates asked for 
and reparation. W. A. Glasgow, IJr., 
Philadelphia, Pa. 

5320. Arizona Corporation Commis- 
sion vs. Arizona Eastern Railroad 
Co, et al. 

Against $5 switching charges by 

the Ray & Gila River R. R., at its 
interchange with the Arizona East- 
ern at Kelvin, as against its charge 
of $2.50 at Ray. Ask for designation 
of a point of interchange on equal 
terms. 
5323. Chattanooga Sewer & Pipe Co. 
of Chattanooga, Tenn., ys. _ the 
Nashville, Chattanooga & St. Louis 
Railway Co. et al. 

Excessive rates on building tile 
between Chattanooga and points in 
Tennessee, Georgia and Florida. 
Reasonable minimum rates asked 
for and reparation. 

5312. Chas. Clapp & Co. of Lowell, 
Mass., vs, American Express Co. 

Unjust and unreasonable rate on 
shipment of horses from Waterloo, 
Iowa, to Lowell, Mass. Reasonable 
rate asked for and reparation. Chas. 
Clapp & Co., 51 Cushing street, 
Lowell; Mass. 

5301. Clyde Stewart of McAlester, 
Okla., vs. Missouri, Kansas & 
Texas Railway Co. 

Unreasonable and unjust rates 
on carload shipments of bulk ap- 
ples from McClelland’s, Colo., to 
McAlester, Okla., due to alleged 
misrouting. Reparation demanded 
and the establishment of just and 
reasonable rates. 


5310. Commercial Club of Omaha vs. 
Chicago, Burlington & Quincy Rail- 
road Co. et al. 

Unlawful, excessive and discrim- 
inatory rates on lumber and other 
forest products from points in IIli- 
nois, Arkansas, Louisiana and Mis- 
souri to Omaha, South Omaha and 


Council Bluffs. Reasonable rates 
asked for. E..J. McVann, manager, 
Traffic Bureau. 

5319. Condie-Neale Glass Co. vs. St. 
Louis Southwestern Railway Co. 
et al. 


Unjust and unreasonable rates on 
shipment of plate glass from St. 
Louis to Corsicana, Tex. Reason- 
able rates asked for and repara- 
tion. 


5324. Charles Daze et al. of Wins- 
low, Ariz., vs. the Atchison, Topeka 
& Santa Fe. 


Excessive and unjust rates for 
shipments of coal from Gallup, 
N. M., to Winslow. Reasonable 
rates asked for and reparation. 


5302. El Paso Refining Co., Inc., vs. 
the Rio Grande & El Paso Railroad 
et al. 

Alleges excessive, unreasonable, 
unfair and unjust classifieations of 
lard substitutes from El Paso to 
points in the state of New Mexico. 
Ask for the establishment of rates 
on a mileage basis down to that 
prescribed by the Commission in 
its Opinion No. 1716 and repara- 
tion. 

5311. Galveston Commercial Associa- 
tion and Uliman, Stern & Krausse 
vs. Lehigh Valley Railroad Co. et al. 

Excessive rates on cigars, boxed, 
from South Bethlehem, Pa., to Hous- 
ton, Tex., owing to the absence of 
joint through rates. Reasonable 
rates asked for and reparation. H. 
H. Haines, for the plaintiff, Galves- 
ton, Tex. 

5817. J. K. Gill Co. of Portland, Ore., 
vs. Oregon-Washington Railroad & 
Navigation Co. et al. 

Excessive charges on shipments of 
addressographs from Chicago, IIl., 
to Portland, Ore. Reparation de- 
manded. Edward W. Cousin, at- 
torney, Portland, Ore. 

5269. <A. Z. Haas Lumber Co. of 
Cincinnati, O., vs. Alabama’ Great 
Southern et al. 

Unjust and unreasonable demur- 
rage charges on shipment of poplar 


lumber from Cypress, Ala., to 
Louisville, Ky. Reparation de- 
manded., 

No. 5305. Keogh, John W., & Co. of 


Chicago, Ill., against the Chicago, St. 
Paul, Minneapolis & Omaha Rail- 
way et al. 

Excessive rates on shipments of 
excelsior from St. Paul to Kansas 
City. Reasonable rates asked for 
and reparation. 


5315. Morris Johnson Brown Manu- 
facturing Co. of Dubuque, Iowa, vs. 
Illinois Central Railroad et al. 


Discriminatory rates on excelsior 
from Dubuque to Chicago and else- 
where. Just, non-discriminatory and 
reasonable rates asked for and rep- 
aration. W. B. Martin, attorney, 
Dubuque, Iowa; also Iowa State 
Railroad Commissioners. 


5318. A. V. Neilson Co., Ltd., of Alex- 
andria, La., vs. St. Louis, Iron Moun- 
tain & Southern et al. 


Excessive, unjust, unreasonable 
and discriminatory charges on ship- 
ments of cheese from Chicago, IIL, 
to Alexandria, La. Reparation asked 
for. H. J. Fernandez, traffic man- 
ager, Alexandria, La. 

5308. Northern Mercantile Co., Ltd., 
of Sand Point, Idaho, against The 
Great Northern Railway Co. et al. 

Excessive charges on shipment of 
mining poles from Ural, Mo., to 
Walsenburg, Colo., due to misrout- 
ing and errors in weight. Ask for 





5306. 





specific weighing instructions and 

reparation. 

Ohio River Lumber Co. of Co- 
lumbus, O., against the C. C. C. & 
St. Louis Railway et al. 

Excessive charge on shipment of 
lumber from Appalachia, Va., to 
Ironton, O., due to alleged misrout- 
ing. Reparation demanded. 

5297. Pfister & Vogel Leather Co. of 
Milwaukee, Wis., vs. the Boston & 
Maine et al. 

Alleges excessive rates on ship- 
ments of machines and oil from 
Massachusetts points to Milwaukee 
during the time of withdrawal of 


joint through rates. Reparation 
asked for. 
5309. Pittsburgh Steel Co. vs. Trin- 


ity & Brazos Valley Railroad Co. 
et al. 

Excessive, unjust and unreason- 
able rates on mixed carload ship- 
ments of wire, nails, etc., from Gal- 
veston, Tex., to Wellington, Tex. 
Maxima rates asked for and repara- 
tion, A. R. Kennedy, traffic man- 
ager, Pittsburgh, Pa. 

5303. Puget Sound Sheet & Tube 
Works et al. vs. the Chicago, Rock 
Island & Pacific. 

Alleges excessive rates on ship- 
ments of silica sand from Illinois 
and Minnesota points to North Pa- 
cific coast terminals and California 
terminals. Ask for _ reasonable 
rates and reparation, 


5300. Ramsey-Wheeler Co. of Bain- 
bridge, Ga., vs. Louisville & Nash- 
ville Railroad Co. et al. 

Unjust and unreasonable rates 
on shipments of yellow pine dressed 
lumber from Pace Junction, Fila. 
to Baltimore, Md. Reasonable 
rates asked for and reparation. 

5313. J. W. Sproles of Greenwood, S. 
C., vs. Seaboard Air Line et al. 

Excessive rates on shipments of 


coal between points in South Saro - 


lina and Tennessee, Kentucky and 
Virginia. Reparation asked for. J. 
Altheus Johnson, attorney, 516 Cor 


coran building, Washington, D. ©. . 


No. 5304. The Standard Pharmacal 
Co. of Denver, Colo., against the 
Chicago, Rock Island & Pacific. 


Against the classification of per 
oxide of hydrogen in Western Clas 
sification territory at first class, 
owing to absence of specific rating. 
Ask for rating not in excess of 
fourth class, and for reparation. 


5298. Seth Thomas Clock Co. of Chi 
cago, Ill., vs. the New York, NeW 
Haven & Hartford R. R. Co. et al. 

Alleges excessive rates on ship 
ments of clock parts from Thoma* 
ton, Conn., to Denver, Colo., due 0 
alleged error in classification. Rep* 
ration asked for and the establish 
ment of correct classifications for 
future shipments. 
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5316. James E. Stark Co. et al of 
Memphis, Tenn., vs. Illinois Central 
Railroad et al. 

Excessive hardwood lumber rates 
from Memphis, Tenn., to Western 
Trunk Line, Illinois-Wisconsin, Cent- 
ral Freight Association and Buffalo- 
Pittsburgh territories. Reasonable 
rates asked for. John R. Walker, 
attorney, Munsey building, Wash- 
ington, D. C. 

5321. F. W. Stick & Sons vs. Lake 
Shore & Michigan Southern, 

Against the absence of a stop- 
over and wmilling-in-transit privi- 
leges on grain at Hillsdale, Mich. 
Reparation demanded. 

5295. Toledo Produce Exchange vs. 
Ann Arbor Railroad Go, et al. 


shipping rates, constituting unjust 
and unlawful discrimination, upon 
their grain traffic. Also violations 
of the fourth section, as to export 
rates on grain through Boston. Rea- 
sonable rates asked both as to do- 
mestic and export grain. 


5307. Tonopah Extension Mining Co. 


against Atchison, Topeka & Santa 
Fe et al. 

Excessive, unjust and umnreason- 
able rate on shipment of cyanide of 
potassium from California points to 
Tonapah, Nev. Ask for a rate of 
not exceeding $1.15 and reparation 
of $3,534.21. 


5299. W. Wolf & Sons of Boston, 


Mass., vs. Central Railroad Co. of 
New Jersey et al. 
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and ramie waste and noils, from 
Somerville, N. J., to Revere, Mass. 
Reparation demanded and _ the 
establishment of maxima rates. 


5322. James C. Wright et al. of 


Volga, S. D., vs. the Chicago & 
Northwestern. 

Against demurrage charges held 
for shipments of stock out of 
Volga, growing out of weather con- 
ditions. Reparation asked for. 


5325. Yuba Construction Co. of San 


Francisco, Cal., vs. Chicago, St. 
Paul, Minneapolis & Omaha et al. 

Excessive rates on shipments of 
structural iron from Armstead, 
Mont., to Salem, Ida., alleging error 
in classification. Reparation asked 


Protest against the denial of re- 


for and the fixing of a reasonable 


Unjust classification of cotton rate, 








Transit Order on Cotton 
NO. 3002. IN THE MATTER OF SUBSTITUTION OF 
TONNAGE AT TRANSIT POINTS. 


It appearing that the Commission on the 12th day 
of December, 1911, entered its order reopening its inves- 
tigation into the matter of the substitution of tonnage 
at transit points, for the purpose of making further inves- 
tigation into the manner and method in which the several 
common carriers subject to the provisions of the act 
of Congress approved Feb. 4, 1887, entitled “An Act to 
regulate commerce,’ and acts of Congress amendatory 
thereof and supplementary thereto, conduct and manage 
their respective businesses in the following respects, viz.: 
The rules and regulations provided by such carriers to 
prevent the substitution of tonnage in grain at transit 
points, including milling-in-transit points, and the defeat- 
ing of the published tariffs that results from such sub- 
stitution, and whether said rules, regulations and prac- 
tices are unjust, unreasonable, unjustly discriminatory, 
unduly prejudicial, or otherwise unlawful, for the purpose 
of taking such action as may be authorized by law to 
prevent further violations of the provisions of the afore- 
mentioned statutes should any such violations be dis- 
closed by said investigation; 


It further appearing that petitions have been received 
by the Commission urging that this further investigation 
be extended to include the rules, regulations and practices 
affecting the handling of cotton at transit points; 

It is ordered, That the reopening of said investigation 
be, and it is hereby, extended to include the manner and 
method in which the several common carriers subject to 
the provisions of the Act to regulate commerce conduct 
and manage their respective businesses in the handling 
of cotton in all the respects to which the investigation 
of the handling of grain has been ordered, as hereinbefore 
set forth; 

It is further ordered, That the following-named car- 
riers be, and they are hereby, made respondents to this 
proceeding: 

Alabama & Vicksburg Railway Co.; 

Alabama Great Southern Railroad Co.; 

The Atchison, Topeka & Santa Fe Railway Co.; 

Atlanta & West Point Railroad Co.; 

Atlanta, Birmingham & Atlantic Railroad Co., and 
H. M. Atkinson and S. L. Schoonmaker, receivers thereof; 

Central of Georgia Railway Co.; 


Charleston & Western Carolina Railway Co.; 

The Chicago, Rock Island & Gulf Railway Co.; 

The Chicago, Rock Island & Pacific Railway Co.; 

The Cincinnati, New Orleans & Texas Pacific Railway 
Co.; 

Georgia & Florida Railway; 

Georgia Railroad; 

The Georgia, Florida & Alabama Railway Co.; 

Georgia Southern & Florida Railway Co.; 

Gulf & Ship Island Railroad Company; 

Gulf, Colorado & Santa Fe Railway Co.; 

Houston & Shreveport Railroad Co.; 

Houston & Texas Central Railroad Co.; 

The Houston East & West Texas Railway Co.; 

Illinois Central Railroad Co.; 

International & Great Northern Railway Co.; 

The Kansas City, Mexico & Orient Railway Co., and 
Edward Dickinson, J. O. Davidson and M. L. Turner, re- 
ceivers thereof; 

The Kansas City Southern Railway Co.; 

Louisiana Railway & Navigation Co.; 

Louisville & Nashville Railroad Co.; 

Macon & Birmingham Railway Co., and John B. Mun- 
son, receiver thereof; 

Missouri, Kansas & Texas Railway Co.; 

Missouri, Oklahoma &- Gulf Railway Co.; 

Mobile & Ohio Railroad Co.; 

Morgan’s Louisiana & Texas Railroad & Steamship 
Co.; 

Nashville, Chattanooga & St. Louis Railway; 

New Orleans & Northeastern Railroad Co.; 

New Orleans, Mobile & Chicago Railroad Co.; 

St. Louis & San Francisco Railroad Co.; 

St. Louis, Iron Mountain & Southern Railway Co.; 

St. Louis Southwetsern Railway Co.; 

Seaboard Air Line Railway; 

Southern Railway Co.; 

The Texas & Pacific Railway Co.; 


The Trinity & Brazos Valley Railway Co.; 
Vicksburgh, Shreveport & Pacific Railway Co. 


And it is further ordered, That a copy of this order 
be forthwith served upon each of the above-named re- 
spondents and that any carriers operating in the cotton 
producing territory not specifically herein named as re- 
spondents may be represented at the hearing or hearings 
the same as if they were made respondents herein. 

















Industrial Traffic Managership 


By C. W. EGGERS, 
Traffic Manager Willys-Overland Co.* 





The position of traffic manager for an industrial con- 
cern is one which has had considerable evolution, and 
that evolution has béen rapid. The first position of the 
kind does not, I believe, go back much over twenty years, 
and the first one of which I have any knowledge had 
charge of the traffic for a large steel concern in Pittsburgh. 
There was, I am told, considerable talk at that time about 
@ man leaving his position with a railroad to go into that 
line of work, and there were many predictions of his loss 
of prestige and lack of success, but his first year’s ex- 
perience was such as to develop a desire in many of his 
associates to enter the same line of endeavor. There is 
hardly a mercantile house now that has a business of any 
magnitude which does not have its own man, and where 
they do not, they hire some outside bureau to take care 
of their work, or they spend considerable time regretting 
that they have no one attending to this end of their in- 
dustry. 

Traffic managers, as you all know, are evolved in a 
good many ways. In some instances, they are men who 
have had more or less experience in railroad traffic or 
operation, down through all the various lines of railroad 
endeavor, until we reach the man who has grown up in 
the concern by which he is new employed, possibly from 
a messenger until he has finally been promoted to shipping 
clerk and then to traffic manager. Of the two, the rail- 
road man is, of course, the best fitted, as he has some 
working knowledge of the various lines and channels of 
communication from that side of the fence and has gained 
experience, to say the least, which will save his company 
considerable time and money, while the other man is 
acquiring it. In this, I do not mean to belittle in the 
slightest the man who has attained to this responsible 
work with his own company, through his native ability, 
personality and forcefuiness. 

It will be almost like reading you a book which you 
have already read to speak ef the many things which an 
industrial traffic manager can do. His field is so wide, that 
it would seem that only the most efficient could long 
survive. It is hard to say where his duties begin, but as 
the beginning of transportation is that of its instrumentali- 
ties, it might be well to begin there. It is possible that 
it will be his duty to make the contract with the railroad 


*An address before the Transportation Club of Lima, O., 
November 6, 1912. ‘ 
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company for the installation and maintenance of this sid- 
ing, which, of course, he wants to have installed under 
the most favorable conditions, and the most favorable con- 
ditions are, in a good many cases, a matter of locality 
and policy of the carrier, in which his own company’s 
desires might have but very little weight. Some day there 
will be a standard contract for these sidings, as the Inter- 
state Commerce Commission will, in time, be compelled 
to take cognizance of them, but until that time a man 
who wants a railroad siding, with some of the carriers, 
must not only have considerable patience, but also some 
diplomacy and some of the ability to bluff; which is pos- 
sessed by the player in the great American game. |! 
have had experiences locating new industries on four 
different roads, and, while, like the man in Kipling’s poem, 
I learned something from each of them which was valt- 
able with the following ones, the circumstances and con- 
ditions were so entirely dissimilar that they had to be 
handled practically as entirely new cases. However, it 
is safe to say, that the most desirable siding inside of an 
industrial plant is one which is owned by the plant and 
maintained at its expense. 


The next question which comes up to the industrial 
man is the question of getting his raw materials in. If 
his factory is of sufficient capacity to make these prac- 
tically all carload shipments, his work is considerably 
easier, but as there is practically no factory which can 
do this, the question of less-carload shipments comes up 
and, as we all know, this is a most important feature. It 
seems like impudence to stand up here and tell the “indus- 
trials” of this club how to handle this particular line of 
traffic, but I want to say that there is no greater oppor- 
tunity before a traffic man than on this inbound less-car- 
load traffic. The originating point, the lines serving that 
point, the routing, the “through carloading,” the destina- 
tion, the lines serving that destination, and _ the 
“trap car” service, must all be considered in making 
any decision. A traffic man who goes into this matter 
with sufficient thoroughness and works properly with his 
purchasing department and ‘his factory manager cal, 
without doubt, save a large part, if not all, of his salary, 
and perhaps some of his traffic organization’s expenses 
by installing such a service as will largely eliminate 
the necessity of express shipments. This is not work 
which can be done in a day, but it requires laborious, 
systematic effort to have the service installed where it 
is not existent. I have in mind my own experience from 
a shipping center in which we had about one hundred shi> 
pers, the aggregate volume of whose shipments amounted 
to some six or seven thousand pounds a day. It took 
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yery nearly four months of effort to induce one particular 
carrier to make a car from that city, and it then took an 
individual letter to each shipper to get him to use this 
particular station, so that we could secure the benefit of 
the combined tonnage to get a through car to the station 
which serves the plant. It is not all smooth-working yet, 
as the station selected for the combining of these ship- 
ments is one which is several miles from some of the 
shipper’s places of business, and any excuse is good enough 
for them to avoid making the long haul to the designated 
point. The effort on our part, however, was amply repaid 
by the saving to the company in express charges from 
that point, this saving running from twenty to fifty dollars 
per day. This one instance was a comparatively short 
haul, and the originating point and destination were both 
served by the same carrier. It has also been worked to 
considerable advantage from points off the terminal road, 
and I commend this particular line of effort to those in- 
dustrial traffic managers who have not already entered 
inte it. 


A successful manufacturing and sales policy is based 
not only on the quality of the commodity or its price, but 
also on the ability of the producer to deliver it to the 
consumer on schedule or contract time. What matter how 
good the article or how satisfactory its price if it ig not 
at hand at its destination when wanted? Suppose it is 
a penalty delivery or one on which future sales are de- 
pendent, or the product is a seasonable one. There is 
no place where the effort of the traffic man shows to 
better advantage than in this where the successful com- 
pletion of the transaction is a matter of car supply and 
time in transit, and as much a part of the entire trans- 
action as the quality and price. Here is the place where 
the less instruction he gets, the better it will be for all. 
The wise traffic man, like the wise politician, keeps “his 
fences in order” by maintaining his relations, not only in 
the troublous times, but in the easy ones. Who likes 
to see only trouble? Certainly not the busy railroad man, 
but be he a traffic or operating official, he is never so 
busy that he is sorry he has seen you if you call on him 
with a pleasant word, perhaps of thanks for some suc- 
cessful accomplishment, and, besides, he is more likely 
to go a little further from the regular routine when you 
are in trouble, if you make it a point to see him occa- 
sionally when you are not. 

CAR SUPPLY.—These words should be spoken, if 
it were possible, in capital letters. Some of you saw the 
shortage coming, but did any of you believe it would be- 
come as serious as it has, and do any of you believe it 
has reached its climax? I do not think it has. The car- 
riers have not, in the past few years, entirely performed 
their public duty in the building of new equipment, but 
they ‘are not so much to blame as it might seem at first 
view. A thorough believer in railroad regulation might 
also want to make his haste slowly, but who can blame 
the railroad manager who waited to view the effect 
of the various new laws before putting too much addi- 
tional capital in new rolling stock or improvements? We 
seem to have reached a point, at least for the time, where 
the raw legislator does not need the political prestige 
which the promulgation of drastic railroad legislation 
formerly seemed to produce. Either this or some other 
cause for confidence on the part of capital has resulted 
in placing of such large orders for new cars as the build- 
ers have but seldom. seen before. But it takes time to 
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produce them, and in ‘the meantime the public, which is 
the greatest loser, as the cost of transportation is such 
a small part of the transaction, can help themselves and 
the carriers by unloading promptly, by loading more 
promptly the same cars if possible, to the greatest capacity 
the car or his traffic will permit. 


The express situation is one which I dislike extremely 
to talk about, even less than to think about. Speaking 
generally of the men in the express companies, they are 
men who desire to please, but the general lack of system 
with which these important instrumentalities of commerce 
act is one which is hard to understand. In my opinion 
no express company, as a vehicle for transportation, 
should ever have been permitted to attain the importance 
they now have in the transportation world. In this I 
do not want to be understood as desiring to immediately 
upset the present system. It is furnishing us a special 
kind of transportation which no other means now at our 
disposal provides, and without which the ecommerce of 
the country would suffer most grievously until some other 
instrumentality could replace it. But personal experi- 
ences—and these are not all regrettable ones—lead to 
the belief that the general run of express officials has an 
entirely different sense of his duty to the public than 
has the similar railroad official. It is not out of place, in 
this kind of talk, to make an earnest appeal to the express 
companies and their officials to engender a different feel- 
ing toward the public, and that they give, more sponta- 
neously, the service, which, from the high cost of that 
service, should belong to the public. As a starter they 
can begin on C. O. D. shipments. Any man handling 
much of this class of work knows it is hardly possible 
to express one’s opinion of the delays, difficulties, losses, 
etc., in parliamentary language. 

The rate situation, as it affects the average industrial 
traffic manager’s interest, is one which can only be touched 
upon. A good many orders are secured or lost on freight 
rate, and his knowledge of his rates, whether it be class 
or commodity, with the various combinations, rules and 
classifications, must be thorough, and to this must be 
added a knowledge of his principal competitor’s rates. 

In these days the high cost of living does not only 
touch your pocketbook and mine, but it also touches most 
seriously the pocketbook of the transportation companies. 
A consideration of the reports issued by the Interstate 
Commerce Commission will show that the carrier com- 
panies of the country, while generally enjoying a larger 
gross income, are, with but few exceptions, in the cases 
of exceptionally well managed or low capitalized com- 
panies, receiving a much lower net revenue than ever 
before in their history—this following some of the best 
business years the country has ever‘known. A specific 
request for a reduced rate from or to some special ter- 
ritory on a particular commodity may have every ear- 
mark of absolute justice, but no carrier can consider any 
application only by itself. The whole rate situation, not 
only geographically, but in its relation to other com- 
modities, must be considered, and I hardly know a railroad 
man to-day who would not reduce that rate, as they used 
to do in the good old days, if conditions were different, 
but times and conditions have changed. [I hope it is not 
necessary to say that a real, just case of discrimination 
against a commodity or a locality should be fought 
squarely to the end, with all the power obtainable, and 
if you do you will find yourself opposed by as honorable 
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and forceful a set of opponents as the country contains, 
who, if the decision is against them, will be found good 
losers. 


There is one phase of traffic handling which I have 
in mind which has only been touched upon, and that 
is the handling of an industrial company’s traffic by a 
traffic bureau. There is no worse feature to-day in Amer- 
ican traffic life than these organizations. I hope I am 
not offending anybody present in making this statement, 
but the little good they do does not justify their existence, 
and I think I speak advisedly. Their excuse for existence 
is with the small concern, whose management does not 
consider its traffic of sufficient importance to justify 
@ man’s entire time or the salary which a man properly 
capable of handling it might demand. A good traffic man 
ean do almost anything else there is to do in the office 
of a concern. I have in mind a number of traffic men, 
taken from railroad life, whose ability in some of the 
combined duties which they assumed on their entry into 
the organization has led to their promotion from the traffic 
manager to assistant sales manager, sales manager, factory 
manager, etc., and there is hardly a concern in the country, 
that does any appreciable shipping, who cannot afford 
such a man. These bureaus have, without question, done 
some good in some cases, but they must justify them- 
selves, and the agitation they engender is not for the 
general good of the particular trade whose case they may 
have taken before the Commission. I have always ob- 
jected to these bureaus, but one particular instance has 
increased this feeling against them. The national automo- 
bile organization has been trying for some time to obtain 
certain concessions, and we were in a fair way to get 
them by reasonable procedure from the carriers, when 
one of these bureaus stepped in at the last moment and 
upset the whole arrangement by appealing to the Com- 
mission on the same subject, and in such a way that it 
is almost a foregone conclusion that their application will 
be refused. The principle for which we both were con- 
tending is much the same, but we were working along 
different lines. It is hardly possible that our association 
can take the matter up again before a considerable period 
of time, and what has happened here might very easily 
have happened in any community of interest. 


Any consideration of a traffic manager’s duties which 
does not include a knowledge of the working of the Inter- 
state Commerce Commission is omitting a very important 
qualification. You all know what the Commission is for, 
and some of you perhaps know more of procedures before 
it than I do, for the reason that I have never yet found 
occasion to go there. While I have the highest opinion 
of the Commission, I will always be satisfied to have 
them stay in Washington, with me in Toledo or some 
place else. There is no question but what they have per- 
formed, under the amended law, a very valuable public 
service and have accomplished more good than any simi- 
lar body of men in the country’s history,- but it is the 
disturbance of general conditions which I have in mind 
in expressing my desire to keep away from them. I 
would go before them, as a good many other men in my 
position have done, if I felt that conditions were operating 
too seriously against us with no prospect of relief by co- 
operation with the carriers. 


That word “co-operation” has been worked in some 
cases to death, but in our case, as meaning united effort 
between transportation clubs, boards of commerce or in- 
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dividuals, with the carriers, it cannot be used too often, if 
the proper spirit is maintained. It is a fine sounding word, 
and it means a great deal, but its meaning can be boiled 
to “meet the other man halfway.” Only a lawyer or a 
professional prizefighter likes to fight when there is an- 
other way out of it, and if the proper meaning of co- 
operation is kept before us, there will be very few real 
occasions for the fray 


One phase of co-operation is between your own men- 
bers, and if a transportation club starts out without hav- 
ing this in view, it is bound to fail From the fact that 
your club is the youngest, but the largest, in Ohio, it 
would seem that the spirit of co-operation has been before 
you all the time, but there are some features of the co- 
operation which I wonder if you,have in mind. For in- 
stance, in handling your Jes#¢@arloaad shipments, have any 
of your members who are shipping from the same locality 
got together to see if sufficient tonnage could be secured 
to get the benefit of a “through carload,” if not from the 
originating point, at least from some nearby point. This 
might not put a shipment into Lima on the line on which 
one of you might especially desire it, but by combining 
your tonnage in this way, you could secure a saving of 
from one to two or three days, or perhaps more, in transit. 
I am sure there would be no doubt in your mind but what 
this kind of co-operation would actually co-operate. Again, 
a man might secure an inbound shipment in a car for 
which he has no immediate use, but which the car supply 
might make it advisable for him to hold, even with a 
chance of paying demurrage on it. One of your other boys 
might have a car which is due in a day or two which 
would be suitable for the first man. Proper co-operation, 
with a little effort, would exchange these cars. One of 
your members might have a 36-foot car and want a 40-foot, 
while the reverse might be the case with another; proper 
co-operation and some switching would exchange these 
cars. 


To a good many of you an appeal for the railroad man 
is unnecessary, and perhaps to some others it would be 
like a red flag to a bull. To the former nothing need be 
said, but to the latter I would suggest that the sooner 
they leave their position the better it will be, not only 
for their company’s interest, but for all concerned. The 
individual railroad man is as human as you are, and he 
is just as much obligated to take care of his employer's 
interests as you are, but I have found very few instances 
in all my experience where there was a lack of real desire 
to co-operate. 


One of the bad features of the industrial traffic man- 
agership of to-day is the personality of some of the in- 
cumbents. There are some preachers who should be law- 
yers, some lawyers who should be preachers, and some 
policemen who should be thieves, and that a man has 
the title or work of a traffic manager does not mean that 
he is one. There are some of these men who, without 
doubt, have been promoted from a lower place in their 
organization, who, in time, will be good traffic men. Their 
companies, however, are suffering from their lack of spe 
cial knowledge or training, the railroad employes are 
suffering on account of unreasonable requests from them, 
and the real traffic managers are suffering from the feel- 
ing engendered on the other side of the fence by their 
pernicious activities. Far be it from me to suggest that 
a good man or a man deserving of consideration from his 
employer be not promoted when the opportunity presents 
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American Kron Scales in New York Central Terminal, Thirty-third Street and Tenth Avenue, New York City. 


WOULD YOU ‘CALL The bulk-and tonnage 
A THREE-STORY WAREHOUSE shiments is rapidly ix 
PR ACTIC AL? The same old warehouse 


will have to take care of them without increase in size. 


_ Capacity of many warehouses is being strained now, and the congestion leads to de- 
lays in movement, errors, and other sources of loss and inconvenience. 


THE WEAK POINT IS THE BEAM SCALE. 


It is just as impractical to continue to use a beam scale as to try to reduce congestion 
by running the warehouse up in the air. The sole result is to increase handling cost. 

The modern way is to cut out the faults of old weighing methods by replacing their 
cause with a modern machine designed to obtain maximum warehouse efficiency. 

Joseph T. Ryerson & Son, 3 «sling find and state that their Kron scale, recently in- 
stalled, reduces errors made with the old beam scale by 25% in number and the errors in 
pounds were 60% less with the dial scale. 

Write for list of some of the principal users and printed report on 


COMPARATIVE DATA ON WEIGHING EFFICIENCY 


Any make of dormant warehouse scale can be made 
automatic by installing a KRON dial attachment. 


SPENCER OTIS COMPANY. 


Railway Exchange 


ST. LOUIS CHICAGO DETROIT 
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itself, but I say, by all means, let this promotion be in 
another direction, and that someone with special training 
be selected for the work, especially in times of much 
stress, ag we are now operating under. 


At the present time, and for some few months to 
come, the traffic man who knows his own requirements 
and the. operating conditions of the carriers, can save 
his company more money and time than can well be 
estimated. It will involve considerable extra labor to 
him, much more than is the case in ordinary times, but 
this will be well expended in the knowledge that his ship- 
ments are going through in the least possible time, and 
that he is moving his outbound traffic with the least pos- 
sible delay, largely through the good fellowship which a 
goed man gets frem the other side. I am digressing a 
little from the real subject of this talk in speaking for 
the other side, as I have done before, and will now do. 
You know, and I know, that there ig no better bunch of 
fellows generally in the country (and that means the 
world) than the boys on the other side, and anything that 
can be done in these times to lessen their labor, either 
in the office or in the operating end, will not only help 
them, but will .redound to the industrial’s benefit. 


A reputation for being square will help you out, but 
I want to say to the industrial man here, that you will 
find nothing else which will help you so largely as this. 
You cannot work too hard to secure it, and, when se- 
cured, to maintain it. It is not exactly the square thing 
to do to route a Santa Fe or Burlington car east nor an 
Erie or C., H. & D. car west. You not only get these cars 
away from their proper channel, but you give the railroad 
man who permits this loading the necessity for an ex- 
planation to his superiors. Switching a car or a train- 
load from your plant on the railroad which serves you, to 
a. line which has no real interest in your prosperity, is 
not traffic managership. A man wo does this lacks the 
power to say no, and the power to say no at the proper 
time is more valuable to a man than a good many affirma- 
tives. No railroad man will ever go away sore from the 
industrial with a courteous “No,” and none of us is too 
big to give the railroad man, no matter how lowly he 
may be, the courtesy which should be so large a part of 
our daily business life. 
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Dismiss Coal Routing Petition 
INVESTIGATION AND SUSPENSION DOCKET Nos. 

60 AND 60-A. IN THE MATTER OF THE INVEs. 

TIGATION AND SUSPENSION OF ADVANCES IN 

RATES BY CARRIERS FOR THE TRANSPORTA. 

TION OF SOFT COAL. 

Upon further consideration of the record in the above 
entitled case, it appearing that arrangements satisfactory 
to both carriers and shippers have been made by and 
between the Missouri Pacific Railway Co. and the Chi- 
cago, Burlington & Quincy Railroad Co. concerning the 
routing of coal from mines on the line of the former 
company to local stations on the line of the latter in 
Kansas and Nebraska, and upon application of the Mis- 
souri Pacific Railway Co., 

It is ordered, That so much of the order of this 
Commission, issued Aug. 6, 1912, as relates to a rehear- 
ing of the above entitled case be, and the same hereby 
is, vacated and set aside. 

It is further ordered, That the petition of the Mis- 
souri Pacific Railway Co. for the establishment of a 
through route from local stations on its line to local 
stations on the line of the Chicago, Burlington & Quincy 
Railroad Co. in Kansas and Nebraska be, and the same 
hereby is, dismissed. 


WANT HIGHER DEMURRAGE RATES. 
Canadian roads have apptied to the Board of Railway 


_Commissioners for authority to put in an increased sched. 


ule of demurrage rates. An unusually severe shortage is 
expected toward the end of the present month and for 
the following three or four months. The rates asked for 
by the railroads are: For the first 24 hours after free 
time, $2; for second 24 hours, $3, and for third and every 
succeeding 24 hours, $4. 

The Michigan Railroad Commission has recently been 
investigating the workings of the high demurrage charges 
of California, and the rate clerk of the Commission is 
strongly advocating the plan. It is understood that the 
representative of many Detroit shippers has practically 
agreed to the plan of the Commission. 


Weigh ALL Your L. C. L. Freight 


(With No Increase in Operating Cost, Over the Best Automatic Dial in the World 


We build the most durable and accurate Quick-Weighing Dial in existence. 
It is the most solidly and carefully constructed, has the most legible dial, and 
will maintain a high degree of accuracy longer than any other. 


This is because of the fact that it is a spring controlled attachment for a BEAM 
SCALE, the most reliable weighing device ever invented. 


ASK US FOR PARTICULARS 


Streeter-Amet Weighing and Recording Co. 


Makers of Automatic Weighing Devices - 


607 Hartford Building 


Established 1886 
CHICAGO 
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The Traffic World’s 


Free Commercial Service 


The Traffic World has 


been impressed with the dif- 
ficulties which confront the man 
called upon to make an investiga- 
tion of technical problems involv- 
ing the possible purchase of equip- 
ment or supplies which will add to 
the efficiency of the traffic or 
transportation department. 


It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person ma 
ing the search, his inquiries will 
never receive a satisfactory answer. 


The Short Haul Department will 
answer many such questions as 
naturally arise. The advertising 
pages will answer others. But we 
are now prepared to supply the 
demand for 


A Broader Service--Free 


The Traffic World will endeavor 
to put any person who places an 
inquiry with this department, under 
his business letterhead, in touch 
with individuals or firms best able 
to answer questions on the follow- 
ing subjects: 


Motor Truck Transportatio 
Freight Handling Relences and Methods 
P. Methods 










eae of Export oe 
Warehousing, orwarding and Customs Brokerage 
Office Equipment and.Methods* 


This service will be conducted Pits 
along broad lines, and absolutely without 

ias of any sort. Simply address an inquiry 
to The Traffic World, which is the natural 
clearing house for information on these sub- 
jects, and let us do the searching... 
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POSITIONS WANTED OR OPEN 


As TRAFFIC MANAGER with a reliable commercial 
house or industrial company. Thoroughly posted in traffic 
work, rate making and interstate commerce laws and rul- 
ings. Twenty years’ railroad experience. Past nine years 
with present employers; a large industrial company. Can 
produce results. C. 32, The Traffic World, Chicago. 





Wanted—Thoroughly experienced TRAFFIC MAN- 
AGER familiar with railroad and industrial work would 
like to connect with some industrial concern where initia- 
tive, judgment and faithful work are appreciated. Address 
A 52, Traffic World. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice ae 
Solicitor of Internal Revenue 


interstate Commerce 


a Specialty 


Litigation 


John A. Droege’s new book is ready 


Freight Terminals and Trains 


It gives the latest material for a wide group of railroad men. 

For engineers who plan, build and maintain. 

For officers who operate the various plants. 

For the agent whose responsibilities and methods are im- 
portant. 

For the yardmaster, trainmaster, and manager, and the be- 
ginner, it presents a vast amount ‘of practical material. 

As su ertntontens. the Providence Division, N. Y., N. H. & H. 
R. R. Droege has been able to get oR of 
the right. kind” 


His book is not full of general statements. 
comparisons—conclusions. 

This big volume includes not only a revision of “Yards and 
Terminals,” but a great mass of new material. The scope and 
treatment were broadened—in fact, it is a new book. 

It covers design and operation with practical data on methods, 
equipment, records, apparatus, etc., etc. 


CONTENTS 


Water Front Terminals. 
Coal Piers and a Plants, 
Ore and Lumber Docks, 
minal Design. Grain ag oy 
Freight Hou 
British Freight Service. 
Transfer Stations. 
Mechanical Handling of 


eight. 
The Freight Agent. 
Operations of Freight Houses, 
Refrigerating, Ventilating and 
Heating. 
The Engine House. 
Engine Cooling Plants, 
Weighing Freight. Ash and Sand Plants. 
Records yt Statistics. The Engine House Foreman. 
465 pages, 6 x 9, 208 illustrations, $5.00 (218.) net, 


postpaid. 


It gives facts— 


The Terminal Problem. 
Terms and Definitions. 
General Foqsirernan'e of Ter- 


Track Construction and Main- 

tenance Details. 
Classification Yards. 
Operation of Yards. 

e Yardmaster. 
Management and Discipline. 
Loading Cars. 

Making Up Trains. 

Time eight Service. 
Team Delivery Yards. 
Live Stock Handling. 


The Traffic World, Chicago. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 











Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 





Huguenot Express Co. 
NEW YORK, N. Y. 
634 West Thirty-sixth St. Prone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from 


out of town a specialty; up-to-date facilities for storage 
and distribution. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 






350-356 Seneca St. “Unsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele 
phone No. 633. 


: Judson Freight Forwarding: Co., Inc. 


CHICAGO, ILL. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


443 Marquette Bldg. Carload distribution to ali rail- 
reads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 
western and Pacific Coast points. 


Import and export freight contractors, transfer ané nee 
reshipping agents, custom house brokers. Bonded and LE 
free warehouses. } 








co 
¢ 3 be 
The Reading! Truck Co. Ashley Warehouse Co. bth 
bth 
Ree te: emeny ST. LOUIS, MO. . or 
Sixth and Sooarem Sts. Authorized cartage 
A the Wabash an ~ 5 Senate, Paci : re “and for = Bonded and general storage. Drayage facilities. Cars ; = 
= ee ‘Line steam tretght fo _~y Nyy BB promptly handled. Custom house entries attended ta | ff ,.. 


Merchandise delivered as orde : Insurance, 18c. Track connections. 


BIND THEM UP __ |: 


If you want te keep your back issues of THE TRAFFIC WORLD, let us bind them : 
fer you. 
Per Year, tariff section included, 4 volumes, $5.00 a. 
Bi) = “ emitted, 2 _ 2.50 








We pay NO Transportation Charges. 


THE TRAFFIC SERVICE BUREAU | 


418-430 SOUTH MAREET STREET, CHICAGO 
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Washington Brought to Your Door 


That’s what our special service means to you. 


It means that we bring the vast official data ‘on traffic 
matters to your desk. 


The files of the Interstate nmin Commnission, 
the only complete record of interstate freight rates 
in the world, are made as accessible to you as if they 
were in your own Office. 


Our trained investigators, men thoroughly schooled in rate 
questions, are at your command at any time you want prompt, 
accurate information upon traffic matters. 
Your wants are our only limitations. 


The cost of this service? Small. You pay only for the time 


actually spent by 


our men in your service. 


The Traffic Service Bureau 


506-510 COLORADO BLDG.,WASHINGTON, D.C. 


; } LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 
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|J. M. Belleville, 


==. G. Wilson, 


| The National Industrial Traffic League. 


Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and _ transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as mem- 
bers are traffic directors, managers, 
commissioners or other officials in 
charge of traffic of industrial or com- 
mercial organizations and traffic officers 
of representative shipping concerns in 
the United States. 


Officers. 
President, 
G@. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

Vice-President. 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Oscar F. Bell, Secretary-Treasurer, 
T. M., Crane Co., 1214 So. Canal Street, 

Chicago, Til. 


National Implement and Vehicle Associa- 


tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., cago, Ill. 
Sterling 


Manufacturers’ and Shippers’ 
Association, 

In charge of traffic industries located 
at Sterling and Rock Falls, Il. 

F Presi 





MINNESOTA. 
Northern Pine Manufacturers’ 


Associa- 
tion. H. 8. Childs, Secy., 


Minneapolis. 





MISSOURI. 
Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg., 
St. Louis. 





TENNESSEE. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; G. Thomas, Vice- 
Pres.; James 8. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of mig and Trans- 
portation Clubs. . Zartman, Pres.; 
Carl K. Landes, hy 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. E. MacNiven, 
Secy. 

The Traffic Club of New York. E. G. 
Warfield, Pres.; C. A. Swope, Secy. 

The Spokane Transportation Club. "onns. 
W. Colby, Pres. 

The Traffic Club of Chicago. F. B. Mont- 
gomery, Pres.; Guy 8. 





MeCabe, Secy. 





The Traffic Club of Dallas, Tex. &.*G. 
Reed, Secy. 


Pres.; G. 8S. Maxwell, 


The Traffic Club of Philadeiphia. F. A. 
— ord, Pres.; <& W. 
The Traffic ot of St. Louls. A. Hilton, 


Pres.; A. Versen, Secy.-Treas, 

The Traffic Yow of Pittsburgh. -. Be 
Johnston, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indiana lis. 
LL ows, Pres.; . Stone, . 

The Traffic Club of New Engen, Boston. 
T. E. Byrnes, Pres.; Cc. 


The Transportation on. of Cincinnati. 
Cc. C. Spaulding, Pres.;: W. C. Hull, 

The ‘iransportation Ciue of Louteviile. 
L. J. Irwin, Pres.; Fred H. Behring, 


Secy 

The Transportation 1 of Toledo. L. G. 
Macomber, Pres.; S. Marks, 

The Traffic Club of St. Paul. J. R. Jones, 
Pres.: A L. Bowker, Secy. 

The Traffic Club of Newark. A. Preston 
Jump, Pres.; Robert E. McHugh, Secy. 

The Traffic Club of Seattie. F. W. Parker, 
Pres.: F R. Hanion, 8 

The Transportation Club of Detroit, Mich. 
L. M. White, Pres.; W. R. Hurley, Secy. 

Transportation Club of San Francisco, 

Burgin, Pres.; Theo. H. Jacobs, 


The Raliroad Club of ee Mo. 


James L. Marens, Pres.; Man- 
love, Secy. 
The Transportation and Traffic Club, 


Birmingham, Ala. L. Sevier, 
O. F. Redd, Secy. 
The Traffic Club of Minneapolis. F. 8. 
1, Pres.: 


; 


Poo F. B. Rowley, Secy. 
Salt Lake Transportation club. D. R. 
Gray, Pres.; J. W Ellingson, Secy. 


Traffic Club of Milwaukee. C. J. Bert- 
schy, Pres.: R. M. Thayer. Secy. 

Transportation Club of Lima, 0. Lloyd 
P. Sherrick, Pres.; D. L. Rupert, Secy.- 
Treas. 
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The most complete 
compilation of 
State Public Utility 
Laws ever put into 
one Volume. 


Splendid Digest 
of 


Court Decisions 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


INTERSTATE COMMERCE COMMISSION 


Digest of Laws an? ) 
Journal of Proceeding! 







DIGEST OF DECISIONS 


Under the Interstate Commerce Act (Ready Soon) : 
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